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BARGE LINE EXPANSION 

An issue of the greatest importance with respect to 
the transportation policy of the federal government has 
been raised by the appeal of a substantial group of ship- 
pers in the Middle West for an increase of $50,000,000 
in the capitalization of the Inland Waterways Corpora- 
tion to provide money from the public treasury for addi- 
tional equipment for the Mississippi-Warrior River barge 
services. In the final analysis, these shippers are asking 
that the government permanently engage in the business 
of transportation on the Mississippi and Warrior rivers 
on a grand scale. We say that because private capital 
has not been convinced by the government operations 
on these rivers that such operations would be profitable 
under private ownership and operation, and because, if 
$50,000,000 more of public funds were invested in the 
enterprise, the government would be farther than ever 
away from getting out of this business. The plea of the 
shippers is that the barge lines can not now handle the 
traffic that is offered for transportation; that they suffer 
losses because the government can not handle their 
traffic at the barge rates, lower than the rail rates; and 
that the government is under obligation to them greatly 
to increase the facilities of the barge services to the end 
that, so far as transportation rates are concerned, they 
may do business at a cost less than that incurred by use 
of rail transportation. 

Several hours after representatives of the group of 
shippers seeking this increase of $50,000,000 in the 
capitalization of the Inland Waterways Corporation 
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known his attitude toward the government getting deeper 
into the transportation business on the Mississippi and 
Warrior rivers, according to advices from Washington, 
correctly analyzed, we think, the situation presented by 
the $50,000,000 appeal. The President is represented as 
having made the point that the government operations 
on the Mississippi and Warrior rivers are in the nature 
of a “demonstration” to ascertain whether or not river 
transportation can be made attractive to private capital, 
and as opposing the taking of any step that would put 
the government into that business on a more extensive 
scale or permanently. We think the President realizes 
that, if the government put $50,000,000 more into these 
barge lines, the government would be in that business 
practically on a permanent basis. 

““The Inland Waterways Corporation, created by 
Congress to give the land-locked states of the Mississippi 
Valley access to tidewater, has failed of its full purpose,” 
says the shipper committee in its appeal for expansion 
of the barge line services. President Coolidge, we under- 
stand, does not so construe the purpose of Congress, and 
we do not so construe it. 

In official documents relating to the Inland Water- 
ways Corporation and its activities, are to be found the 
words “demonstration” and “experiment.” The purpose 
of Congress, as we read the records, was to provide for 
a “demonstration” that barge lines could be successfully 


‘ operated on the Mississippi and Warrior rivers by private 


capital and not to provide for a transportation system 
by water that at all times could meet all the demands 
made on it. 

The capitalization of the Inland Waterways Cor- 
poration is now $5,000,000. The entire stock of the cor- 
poration has been bought and paid for by the govern- 
ment. That amount of public money, in addition to the 
millions of dollars expended before creation of the cor- 
poration in 1924, has gone into this barge line “demon- 
stration.” It was said in Congress at the time that the 
act creating the corporation with a capital stock of 
$5,000,000 was passed, that that amount of money would 
enable the corporation to “demonstrate” whether or not 
river transportation could again be undertaken with 
success by private capital. We quote from the report 
of the House committee on interstate and foreign com- 
merce recommending passage of the Inland Waterways 
Corporation bill: 


The committee believes . that if this bill becomes a law 
the government can and will within the next five years demonstrate 
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not only the practicability of water transportation, but the great ad- 
yantage and the economy to shippers, and the profitable results that 
will reward private capital invested in the transportation facilities 
on our rivers. And when that time comes, it is the judgment of 
the committee that the government can dispose of its properties to 
private capital at an advantage and withdraw entirely from such 
activities. 

The Inland Waterways Corporation act, to which 
the committee was referring, was approved June 3, 1924. 
Three years and four months have passed since that 
time. Less than two years of the five-year period stipu- 
lated by the committee remain, and yet we have the 
appeal for increasing the capitalization of the corporation 
by $50,000,000. 

Again, the committee, in its report, said: 

The committee was convinced at the hearings that with the 
operating advantages which will result from the passage of this bill, 
and with the additional capital it will provide, the waterway corpora- 
tion can supply at least a part of the additional transportation facili- 
ties needed on the Mississippi and Warrior Rivers at a substantial 
saving to the shippers and can do so at such a profit to the govern- 
ment as will not only allow an adequate return on its investment, 
but will actually amortize the investment to the point where the gov- 
ernment can dispose of its property without any loss. 

The committee thought “at least a part” of the trans- 
portation facilities could be supplied by the federal cor- 
poration. It was not contemplated by the committee 
that the barge lines would be able, if traffic developed 
as it hoped, to handle all the traffic offered for transporta- 
tion by water. 

In the conclusions of its report on the bill, the 
committee said: 


After the enactment of this bill the Secretary of War can op- 
erate the barge lines in accordance with the same business principles 
that would be followed by a private transportation company. And it 
is the opinion of the committee that if they can not. then operate it 
successfully and at a fair profit private capital could not do so; that 
further expenditure of government funds for the improvement of 
our inland waterways would be useless and should be stopped. 

If the government, after making these rivers navigable, can not 
profitably operate a transportation system on them, then it is hope- 
less to expect private capital to do so, and Congress should no longer 
appropriate money from the public treasury for a useless purpose. 
Therefore the committee was of the opinion that this bill should pass 
in order that this pioneering demonstration might be conducted by 
the Secretary of War until such time as its success or failure may 
be made apparent. 

In other words, under the Inland Waterways Cor- 
poration act, the final test was to be made. Now we 
have the proposal indefinitely to continue that test by 
putting $50,000,000 more into the enterprise. The In- 
land Waterways Corporation, after more than three years 
of existence, has not demonstrated that private capital 
could successfully operate the barge services. It has 
had, in the last year or so, an excess of income over 
outgo, but it has not earned a profit on the basis of 
private ownership and operation, as it has not paid taxes 
or interest—charges that would have to be met by a 
private operator. And now shippers that have been 
using the lines come forward and say the corporation 
has failed of its full purpose. Have we not a case of all 
the traffe that the barge services could handle being 
offered it—and more—and yet no showing that a private 
line could make money? Would the addition of more 
barges and tugs to handle all the traffc offered enable the 
barge line, at the rates charged by it, to show such a 
profit, on the basis of private ownership and operation, 
as would induce private capital to get into the business? 
On the showing made up to this time, we think this 
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question must be answered in the negative, and, there- 
fore, aside from the intent of Congress in this matter, 
we see no justification for spending more of the tax- 
payers’ money on this enterprise. 


In a country in which the majority of citizens are 
understood to be opposed to the federal government en- 
gaging in business that should be left to private initia- 
tive, the appeal of the Middle West shippers comes as 
a shock. There was something plausible in the appeal 
that a demonstration should be made to ascertain 
whether or not private capital could operate barge lines 
successfully, though we had not observed that private 
capital was loath to go where there were profits, or 
that it was blind in matters relating to profits. Now the 
taxpayers of the country are asked to put $50,000,000 in 
a business enterprise to the end that the interested 
shippers may move their products at rates less than 
rail rates. We do not overlook the argument that such 
investment of public funds results in good to all, but 
we have not understood that it was one of the functions 
of our federal government to exact toll from its citizens 
for use in a business enterprise. The government could 
build a lot of railroads, strategically located, that would 
relieve a lot of shippers who think they are victims of 
high freight rates. Why confine government relief to 
boat lines? William Jennings Bryan, in years gone by, 
advocated before the interstate commerce committees of 
Congress the purchase, by the federal government, of 
strategically located rail trunk lines that would compete 
with privately owned lines. The barge line shippers’ 
committee might look into the Bryan proposal and re- 
vive agitation for its adoption. That would be as sound 
as their proposal that the government put $50,000,000 
more into the barge lines. 

If such a volume of traffic is available for transpor- 
tation on the Mississippi and Warrior rivers as is indi- 
cated by the shipper committee’s statement, published 
elsewhere in this issue, why do not these shippers set 
about to organize privately owned common carrier barge 
lines? Why do they not prove their faith in barge line 
transportation in that way rather than ask the taxpayers 
to put up $50,000,000 more for the government barge 
services? The answer may be that they do not wish to 
hold the bag, if there is any bag-holding to be done. 

Of course, it is true that shippers who could use the 
barge line and wish to do so, but whose shipments are 
refused for lack of facilities, are, in a sense, discriminated 
against in favor of those shippers who are fortunate 
enough to have their shipments accepted. But this is 
no worse discrimination than that in favor of shippers 
who can and do use the barge line against those who 
cannot use it but must pay the higher rail rates. And 
that discrimination would grow with the growth of the 
barge line business. The way to prevent any discrimina- 
tion is to discontinue the barge line service altogether, 
unless private capital will take it over and operate it on 
business lines, or unless the government itself will con- 
duct it on business lines, by charging to it the proper 
amounts for overhead—cost of capital, taxes, and insur- 
ance. 
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WILLARD ON TRANSPORTATION 


The ability of the railroads of the country to raise five 
hundred million dollars of new capital annually to meet the 
requirements of upkeep and extensions will determine whether 
they are to remain under private ownership, according to Daniel 
Willard, president of the Baltimore & Ohio, speaking before 
an audience of approximately 1500 at the annual luncheon of the 
transportation section of the Illinois Chamber of Commerce, -at 
Chicago, October 13, on “Transportation in the United States.” 

He spoke briefly on several other aspects of his subject but 
devoted most of his time to a discussion of the financial problem 
which the railroads must face, if they are to continue to operate 
on the present basis, and the bearing of the transportation act 
of 1920 and public regulation generally on that. In support of 
his contention that the railroads are emphatically the most 
important element in the national transportation machinery, 
he cited figures to show that they are carrying approximately 
90 per cent of the freight traffic of the country and 88 per cent 
of the passenger traffic. 

He said it was often erroneously stated that the transpor- 
tation act guaranteed the railroads an adequate return on their 
investment, but that it did nothing of the sort. However, he 
said the intention clearly was to enable them to operate 
efficiently and that the price of private ownership was fur- 
nishing adequate transportation at reasonable rates. At present, 
he said, the railroads were giving a higher standard of service 
than ever in their history and at lower rates than in any 
other country with which they could properly be prepared and, 
he believed, at rates relatively lower than in 1919. 

He pointed out that.the Commission had said that an adequate 
return on investment was 5.75 per cent, but, despite the fact 
that it had set up valuations on a basis that most of the roads 
contended was materially lower than justice required, at no 
time since the passage of the transportation act had they made 
the return they were entitled to, and only in 1926 had they 
approached getting that reasonable return. 

In the eighteen years he had been president of the Baltimore 
and Ohio, he said, that road had found it necessary to raise 
in excess of 400,000,000 dollars of new capital for improvements 
and betterments and all the roads of the country had raised 
approximately $9,600,000,000 practically all of which had been 
raised by increasing their bonded indebtedness. The enormous 
burden of continuing to bring in new capital at the rate nec- 
essary to enable the transportation agencies of the country 
to meet the growing needs of the country, he saw as one of the 
major problems of the industry. He said he believed a fair inter- 
pretation and administration of the transportation act would 
enable the railroads to get the return on investment necessary 
for them to obtain the confidence of the investing public and fur- 
nish the sort of transportation Congress expected. He said 
he believed the railroads now had gotten back the confidence 
of the investing public and offered a warning against any 
tinkering with the present basis of public regulation. 


ESCH ON TRANSPORTATION 


Chairman Esch, of the Commission, in extemporaneous re- 
marks before the convention of the American Association of 
Railroad Ticket Agents in Washington, October 11, outlined 
the development of transportation by railroad, by highway and 
by air, and commented on the increase in speed in the various 
forms of transportation. He said there had been the stone age, 
the iron age, etc., and that now there was the “speed” age. He 
said the object of speed was to overcome time and space and 
he gave illustrations of how that object was being attained. 
He referred to the “Fair of the Iron Horse” and described the 
great increase in motive power of locomotives. He made the 
point that speed in transportation, with proper measures to re- 
duce the hazard that accompanied speed, resulted in economies 
and that that really was the fundamental object of man in at- 
tempting to increase speed in transportation. He commented 
on the air express service instituted by the American Railway 
Express Company as an illustration of the latest effort to over- 
come time and space. 


ACCOUNTING RULES CASE 


The Commission, which, for some time has been working 
on a general revision of the accounting rules for steam rail- 
roads, has instituted Ex Parte No. 91, General Revision of Ac- 
counting Rules for Steam Railroads, and announced a hearing 
program in that new case, No. 15100, Depreciation Charges of 
Steam Railroads, and No. 14700, Depreciation Charges of Tele- 
phone Companies. Hearings in the older cases, as announced 
heretofore, are to be begun on November 9, in Washington. That 
date has not been changed but provision has been made for the 
introduction of evidence in the new Case. 

An announcement in respect of the three cases issued by 
the Commission says that various requests have been received 
for a public hearing in this matter. The Commission also said 
it had been informed that the National Industrial Traffic League 
was prepared, if such a hearing were held, to present and sup- 
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port a revision involving marked departure from the system 
of accounting that is being followed. The announcement further 
said that it had also been represented that there was such 
interrelation between the general revision of the accounting 
rules and the matter of depreciation charges that the two sub. 
jects should be considered together, or at least in close proximity, 

For convenience, the Commission said, it had seemed that 
the records in the three proceedings should be kept separate, 
although taken consecutively. The Commission said it should 
be understood by all concerned, however, that it might prove 
desirable for it to consider these records together, and that 
the subjects were sufficiently related so that the record in one 
proceeding might have a bearing upon the action to be taken 
in another. 


HOCH-SMITH PETROLEUM 


The Commission has issued a notice in No. 17000, rate struc. 
ture investigation, part 4, rates on petroleum and petroleum 
products within the territory on and east of the Mississippi 
River, and south of the Ohio River, and east of the Indiana. 
Illinois state line, and from points without to points within said 
territory, extending from November 1 to November 15, the date 
by which briefs must be filed. Attached to the notice was a 
list of parties to whom briefs are to be sent. 





HOCH-SMITH AND GRAPES 

Grape producers in New York and Pennsylvania have 
brought into issue the rates on grapes from points in those 
states to points in the eastern part of the United States, as 
compared with the rates on grapes from California to the same 
destinations, in No. 20141, Chautauqua & Erie Grape Growers’ 
Co-operative Association, Inc., et al. vs. Erie et al. The rates 
from the New York points are alleged to be unreasonable while 
the rates on the California grapes are alleged to unduly prefer 
California shippers and shipments and unduly prejudice the 
eastern grape producers. 

Second class rates generally apply to the shipments of the 
eastern producers. It is alleged that the rates on the California 
grapes are relatively lower. It is also alleged that a depression 
now exists and has existed fora period of years in the grape 
producing industry of New York and Pennsylvania and that 
under present rates shipments may not freely move. The rates 
are higher, it is alleged, than the “lowest possible lawful rates” 
and are contrary to “the true policy of rate making” declared 
in the Hoch-Smith resolution. Rates for the future are sought. 


EASTERN LIVE STOCK CASES 

The St. Louis Independent Packing Co. and others have 
petitioned the Commission in Eastern Live Stock Cases of 1926, 
No. 16746 and related cases, for reopening thereof and consoli- 
dation with that part of part 9 of No. 17000 covering live stock 
rates in the Western district. 

“Properly to carry out the Hoch-Smith resolution,” said the 
petitioners, “it is inevitable that the live stock rates in the 
western district and in the eastern district must be contem- 
poraneously considered. Not only is the movement greatest in 
those two districts, but because of the volume of through move- 
ment from one to the other, it is rediculous to attempt to pre- 
scribe one factor without having definite knowledge as to the 
reasonableness of the other.” 


EXCESS INCOME AND GUARANTY 

Recapture payments to the Commission under section 15a 
of the interstate commerce act up to September 30 totaled 
$7,140,930. This amount of money has been paid in by carriers 
under protest on the basis of regulations prescribed by the Com- 
mission whereby the carriers compute the amount of excess due 
the government on valuations reported by them and not fixed 
by the Commission. The money in the fund is on deposit at 
interest. 

The Commission, as of September 30, had settled all except 
thirteen of the claims of carriers for guaranty payments under 
section 209 of the transportation act for the first six months 
after the end of federal control. The Commission has certified 
a total of $529,892,619 under the guaranty provisions of the act. 
The balance payable on the unsettled claims is estimated at 
around $800,000. The Commission estimated several years ago 
that approximately $536,000,000 would be required for payments 
under the guaranty provisions. The number of carriers that 
accepted the guaranty was 667, the claims totaling $656,863,422. 
One hundred and thirty-four claims were dismissed and 520 
have been settled. 


N. Y. C. UNIFICATION CASE 
The Commission has granted the joint petition of the New 
York Central and of the C. C. C. & St. L., for further hearing 
in finance Nos. 5690 and 5688, the New York Central unification 
case. The petition was opposed by several short lines that con- 
tended that the record as made covered the situation as to 
them. The time and place of the hearing are to be fixed later. 
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Current Topics 
in Washington 


Ge ee 

Anti-Competition Work of the Commission.—Any one inter- 
ested, it is believed, can see, in the tentative report on the 
proposed construction of branch lines by the Piedmont and 
Northern, an addition to dislike of the powers given the Com- 
mission, in 1920, for the regulation of competition among rail- 
yoads. In the Carolinas country newspapers are probably 
denouncing Examiner Haskell C. Davis, maker of the report. 
The idea of a body of men, in Washington, telling the Carolin- 
jians they may not have a railroad closely parelling the South- 
ern because such a railroad might take tonnage from existing 
railroads, to the ordinary citizen, seems the essence of tyranny. 
The average man is imbued with the idea that, having the 
money to pay for it, he has a natural right to have anything 
that is not evil in and of itself. That the Duke interests have 
the money to build the extensions is cheerfully set forth by 
Davis. But he construes the law as setting up a guardianship, 
in the Commission, over existing railroads to save them from 
competition by new railroads so long as it appears that their 
physical properties are large enough to carry the tonnage 
offering. A mere statement that a body in Washington has 
been authorized to tell them that they may not have another 
railroad, even if they have the money to pay for it, it may be 
suggested, is just about enough to cause a political explosion 
among the citizens of a community or series of commnities. 
It is hardly to be doubted that candidates for public office will 
seize the opportunity to stir up explosions. It is also hardly 
to be doubted that men in office will seek to avoid the wrath 
of commnities, so aroused, by doing what they can to change at 
least the application of the law, if not the law itself. It is true 
that, in making rate decisions, the Commission sets limits, not 
always definite, on the territory in which a given community 
may do business. However, rate limitations are not so tangible 
as prohibitions forbidding the construction of competing rail- 
roads. Therefore, they do not lend themselves so readily to 
the aspiring politicians as fuel for the engines they build to 
carry them into public office. True it is that, in West Virginia, 
Kentucky, Tennessee, and, to some extent, in Virginia, the 
public men are singing the Marsellaise and Ca Ira on account 
of the Commission’s decision in the lake cargo coal rate case. 
That, however, is never likely to be as dangerous to the law or 
its application as denying the Carolinians the right to build 
a line to compete with the Southern. In the lake cargo coal 
case the Commission’s action will be supported by the public 
men in Pennsylvania, Indiana, and Illinois. Their constituents 
believe they will derive benefit from the decision in that case. 
But, in the construction case, unless the facts turn out alto- 
gether different from what is suspected, there will be only 
the existing railroads and the Commission to support a decision 
such as Davis has recommended. It would be a mark of states- 
manship for a public man to point out that making sure that 
the existing railroads would continue to live would be of greater 
benefit to the public than to assure the construction of lines 
that might tend to break them down. Statesmanship now, if 
ever, seems to pay small dividends. The “greatest good for the 
greatest number” is a fine plank for a political platform. The 
chances, however, are that the politician taking a stand on such 
a platform in the face of a concrete recommendation such as 
in the Piedmont and Northern case, would go hungry unless 
the ravens fed him. Ravens fed Elijah, who also had free trans- 
portation. But Elijah’s good fortune was so rare, even in his 
day, that a record was kept of it. Carolina public men know 
about Elijah and the ravens but if they have made a business 
of doing things requiring that ravens feed them so they may 
be free from the lure of public office money, the fact is generally 
unknown. Hence, the thought that they will beat the tom toms 
and strive for office on the theory that, if- elected, they will 
Save the Carolinians from the monster in Washington. 





Language Revision Needed.—The Commission’s reports as 
to the rates on wime grapes from California to Oregon and 
the ratings on root beer, this week, taken in connection with 
Andrew J. Volstead’s announced intention to abolish and eli- 
minate all the things that are commonly used in the making 
of home brew, suggest that there is need for the revision of 
the vocabulary of the language. There are too many words 
in it that are reminders of things that are no longer lawful. 
Wine grapes, of course, are the ones formerly used in making 
wine. Wine being forbidden, the vocabulary should be shortened 
by the elimination of the word, “wine.” That might not be 
possible, but certainly the Commission could forbid the use 
of the word in a freight tariff in connection with any article 
that might be used in making wine. Beer is a word that also 
Suggests unlawfulness. It is true that, long before beer, without 
any qualifying word before it, became the name of an unlawful 
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thing, the mothers in Israel made root beer, hop tea, and ginger 
beer. So, also, some of them made the unlawful sort, calling 
it by various names, as, for instance, small beer or ale. The 
thing is not impossible. In the war period sauer kraut became 
liberty cabbage. Wine grapes might well be re-named in the 
tariffs as juice grapes. Root beer would furnish a harder 
problem. There are root beers that have been so well adver- 
tised that it would be a great financial loss to the makers of 
root beer sirup were they required to choose a name not sug- 
gestive of the beverage that made Milwaukee famous. A change, 
however, might be no greater than the change from sauer kraut 
to liberty cabbage. Ginger ale also suggests something unlaw- 
ful in a way other than the popular notion, which may be 
erroneous, that much of it contains more than one half of one 
ever, so far as known, has no though tof breaking a lance with 
ever, so far as known, ahs no thought of breaking a lance with 
the Commission on account of the presence in freight tariffs 
of words that suggest illegality. 

Uniformity and Utility in Post Office Buildings.—Five years 
of intensive study in the construction and equipment of leased 
post office buildings, according to Postmaster General New, 
have wrought wonders in types and efficiency of modern post 
office structures throughout the country in comparison with 
the haphazard methods of earlier years. Five years ago forty 
post office inspectors, Mr. New said in a recent statement, were 
designated as real estate and construction experts to study the 
subject and protect the government from unreasonably high 
rents and also to obtain structures designed to meet the peculiar 
needs of the postal service. Until 1922 the government, like a 
nostrum vender or seller of blue sky oil stock, rented vacant 
store rooms and set up offices therein. It advertised for so 
much floor space somewhere within a designated area. Now 
the policy is for an inspector to pick out a site, draw up plans, 
and ask for bids for furnishing a structure such as is needed 
and within the amount of money the department thinks it 
should pay. The result has been that, in many towns and 
cities, buildings designed primarily for use as post offices have 
been put up. Of course, any one who deals with the govern- 
ment runs the risk of having it move out in a year and leave 
him with his investment more or less of a loss until he can 
change the structure to meet other needs. However, the post 
offices are not moved often any more than the offices of the 
Interstate Commerce Commission, which are in a rented build- 
ing. The study has gone to the extent of having the furniture 
and the wall colors made to complement each other instead of 
carrying on warfare; also as to when the structure should be 
a one story affair and when of two or more stories. All that 
experience is said to be useful in the planning of offices when 
the time comes for the government to become an owner instead 
of a tenant in a given town or city. In the older days the con- 
struction of a post office building usually meant that the gov- 
ernment would put up something that would cost it more for 
janitor service than the rental of the building in which the 
post office theretofore had been housed. 








Mineral Industries Suspicious.—The coal industry’s watchers 
of legislation feel certain about one thing concerning the coming 
session of Congress. That is that work will be resumed on 
bills intended to bring about the glorification of the Geological 
Survey or some other branch of the government into an organ- 
ization for doing something with or to the industry. Two sets 
of men seem to be working on plans for the creation of more 
“government in business.” One set seems to have its home in 
the Department of Commerce. . The other seems to be in the 
Department of the Interior. Both sets will deny the accuracy 
of that statement, if they have an opportunity. In fact, there 
have been many denials. Representatives of mineral industries, 
however have facts that they think, show the contrary. The 
speech recently made by Secretary of the Interior, Work, to the 
American Bar Association is regarded by many as the Depart- 
ment of the Interior’s bid for-a mandate to do something. for 
the oil industry. The Department of Commerce, a few years ago, 
took the Bureau of Mines away from Secretary Work’s depart- 
ment. The thought among the coal and oil men is more or less 
general that that was a move on the part of Department of 
Commerce planners to obtain a nucleus for an organization on 
the lines of collecting statistics, as if the country were not 
already groaning under the greatest load of statistics ever 
known, so as to be prepared for an emergency created by a 
strike of miners. That idea is still regarded as good, notwith- 
standing the fact that the country has just gone through a 
soft coal strike that has lasted since April 1, without any ob- 
vious distress. Settlement in Illinois, either actual or prospec- 
tive, seemingly, has not caused a ripple of excitement except 
among the striking miners and the mine operators who hope 
soon again to be getting something from their investment. No 
one familiar with government in business thinks of the things 
proposed as being worth a tinker’s dam except for the providing 
of jobs for a few men. 


What American Stinting Means.—The margin between ordi- 
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nary consumption and absolute necessity, in the United States, 
is so great that, when Americans begin stinting themselves, 
the figures in the account books are amazing. In the first half 
of this year impcrts into the United States fell off $187,000,000 
as compared with the corresponding period the year before. 
Three-fourths of that slump was attributable to the decline in 
the value of crude rubber. The decline was in the value of the 
rubber. In quantity of rubber imports the first half of this year 
exceeded imports for the like period in 1926 by 8 per cent. 
The price, average for the first half of this year, was 37 cents, 
as compared with 70 cents a pound the year before. The decline 
in price, most Americans believe, was due to the stinting they 
did in automobile tire replacements when the price was at the 
peak. They got along with fewer tires. They got along with 
fewer tires simply btcause they started on their long summer 
trips determined not to be annoyed by punctures which they 
expected in their old tires. Had the prices not gone to such 
heights in 1925, the average family, when it started on its sum- 
mer trip, would have replaced tires that had gone as much as 
12,000 miles, rather than be annoyed by more frequent punctures 
in such relatively old tires. The decrease in value in the first 
half of 1927 was from $321,988,000 to $184,713,000. When, in 
1921, Americans cut down in their consumption of meat and the 
Europeans did not buy as much as was expected, some of the 
largest packers in the country wondered whether they would 
be able to keep out of the hands of receivers. The lesson seems 
to be that it is poor business for any industry to allow or force 
its prices to run away because the reaction through stinting 
on consumption, by people of the United States in particular, is 
a fearful penalty to pay, but it must be paid. A good rule, 
seemingly, would be to avoid irritating the generous consumer 
living in the United States of America. A. BE. 


O’FALLON RECAPTURE ARGUMENT 


Argument on the merits of the controversy about the Com- 
mission’s method of valuing the property of the St. Louis & 
O’Fallon and its refusal to regard the O’Fallon and the Manu- 
facturers Railway as parts of a system of railroads, at Kansas 
City (see Traffic World, October 8, p. 814) occupied much less 
time than the argument on the procedural questions. Fred H. 
Wood and Daniel N. Kirby, attorneys for the O’Fallon, devoted 
more time to their fight for a trial of the matter de novo before 
the court than in attacking the short cut method used by the 
Commission in arriving at the valuation of the two roads 
owned by the Anheuser-Busch interests, for recapture purposes. 
The method was defended by Walter L. Fisher, former member 
of the President’s cabinet, for the Commission, and by Black- 
burn Esterline, for the Department of Justice. 

When the court, composed of Circuit Judges Stone and 
Van Valkenburgh and District Judge Farris, sustained the ob- 
jection of Messrs. Fisher and Esterline to the trial of the case 
by the court, de novo, the carriers offered as evidence not ob- 
noxious to the sustained objection, statistics, taken from the 
reports of the carriers to the Commission, seemingly to combat 
the declaration of the Commission in its report on the O’Fallon 
case, that there were not sufficient data in the case to enable 
it to ascertain prices. The exhibits were offered by Elmer Mon- 
roe, of the Bureau of Railway Economics, and supported, as a 
copy, by photostat, by D. S. Hensell, one of the attorneys as- 
sisting Mr. Wood... The latter also put in evidence two of the 
orders directing carriers to file data. 

Interveners were’ permitted to be heard on brief and oral 
argument ‘onky.. None of those present, however, availed him- 
self of the privilege of being heard on oral argument. Two 
days were used in making the preliminary motions and ob- 
jections. 


In behalf of the Commission, Messrs. Fisher and Esterline 


emphasized the contention, recognized by the Supreme Court | 


of the United States, that Congress established a new policy in 
regard to the making of rates, whé@ii, in 1920, it enacted section 
15a, and that that policy had to be carried out by the making 
of valuations for recapture purposes more speedily than by the 
method prescribed in the ordinary valuation part of the statute. 

Mr. Wood emphasized the reproduction new phase of the 
matter as a dominant one. Mr. Kirby devoted himself to the 
contention that the Commission was in error when it refused 
to regard the Manufacturers road as part of the system and 
that only by setting it aside was it able to arrive at its er- 
roneous conclusion that there was income of the O’Fallon sub- 
ject to recapture. In answer to that Mr. Fisher said that the 
question whether the Manufacturers road was part of the sys- 
tem in which the O’Fallon was another, was a question which 
Congress had committed wholly to the Commission’s discretion 
and therefore placed beyond the power of the courts, in so far 
as recapture was concerned. 

Argument before the three-judge court completes the case, 
except as to the decision, and makes it ready for taking to the 
Supreme Court of the United States. The sustaining of the 
objection to trial, de novo, by the court, left the O’Fallon with- 
out opportunity to go into the question on the basis it desired, 
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namely, a judicial determination, at this stage, of the value of 
the O’Fallon, for recapture purposes. Appeal to the highest 
court is expected as a matter of course. 

The carriers objected to grant of the petitions of interven. 
tion filed in the court by the National Association of Railroad 
and Utilities Commissioners and the valuation committee of 
that association, submitted by Eugene W. Reed, special valua- 
tion counsel; by the National Conference on Valuation of Amer. 
ican Railroads, presented by Donald. R. Richberg; and the 
Commerce Commission of Illinois, the latter jointly with the 
city of Chicago. The carriers claimed that the interveners had 
only an academic interest in the proceedings. The court sus- 
tained the objection to the extent that none of the intervening 
petitioners was permitted to make answer to the carriers, 
The court, however, concluded that as the applicants for in- 
tervention had been allowed to intervene and make oral and 
written arguments before the Commission, it could not deny 
them a similar right before the court. 

Time for filing of briefs was fixed by the court, as follows: 
Carriers’ brief, October 14; answering briefs on behalf of the 
United States and the Commission and the interveners, the latter 
as friends of the court, October 28. 


FINAL VALUATION REPORT 


Valuation No. 260, Pere Marquette Railroad Co. et al., opinion 
No. B-583, 130 I. C. C. 497-596, final value for rate-making purpuses 
of property owned and used for common-carrier purposes found to 
be $62,705,398; of property used but not owned, $3,410,305, and of 
property owned but not used, $559,673, as of June 30, 1915. The report 
said the carrier’s books on date of valuation recorded an investment 
of $87,100,296.83, including lands and rights, and that after making cer- 
tain required readjustments this would be reduced to $80,179,569.29. On 
date of valuation, said the report, the carrier had outstanding unma- 
tured long-term debt in the amount of $74,527,676,54, of which $4,953,000 
was held in the treasury. The par value of capital-stock liabilities 
was $28,500,000, of which $2,172,790 was treasury stock, according to 
the report. Receiver’s certificates se to $5,809,500 were out- 
standing and had matured. In addition, said the report, $8,045,001.20 
par value of funded debt had matured but remained unpaid. Cost 
of reproduction new of property owned, exclusive of lands and ma- 
terials and supplies, was found to be $67,953,291, and cost of reproduc- 
tion less depreciation, $51,475,945. The value of the carrier’s lands and 
rights owned on date of valuation was found to be $5,996,498. 


CONSOLIDATED 8. W. CASES 


Alleging that the Commission, in No. 13535, Southwestern 
Consolidated Cases, 123 I. C. C. 203, had decreed a 15 per cent 
increase in the level of rates on soap in the southwest cn evi- 
dence consisting of a few-page statement of rates now in effect, 
attorneys for the Procter & Gamble Co., Colgate & Co., Globe 
Soap Co., Gold Dust Corporation, Peet Brothers Co., Van Camp’s, 
Palmolive Co., Cudahy Packing Co., Swift & Co. and Armour & 
Co. have asked for a reopening of the case for further hearing 
and for reconsideration insofar as the rates on soap are con- 
cerned. In addition to asserting that the Commission made its 
rate decision without testimony. as to what the level of rates 
on soap should be, they declare that the Commission, in several 
acts, misled them into a misapprehension as to where the rates 
on soap would be handled. 


In illumination of their propositions, the soap makers said 
that ‘twice, prior to the decision in this case, and while it was 
pending, the Commission prescribed maximum reasonable rates 
on soap in the same territory, namely, in Memphis Southwestern 
Investigation, 77 I. C. C. 473 and in Procter & Gamble Distrib- 
uting Co. vs. A. T. & S. F. et al., 101 I. C. C. 563. To the end 
that the Commission might appreciate the misapprehension 
under which the soap makers labored, their attorneys gave a 
chronological table of events in connection with the two cases 
which they said they were misled into believing would be the 
ones in which the level of the rates on soap would be estab- 
lished. That table shows several instances in which the Com- 
mission refused to consolidate the two cases in which soap 
rates were prescribed, while the Southwestern Cases were pend- 
ing, with those cases. 


Another allegation is that there was no testimony to show 
why soap should take column 35 per cent of first class rates, 
which is the new name of what used to be called fifth class. 
They said they believed that upon a complete record the Com- 
mission would find that column 30 should properly apply on soap. 

“Regardless, however, of the rate column which subse- 
quently may be applied to the soap traffic in the southwest,” 
say the lawyers, “we earnestly request that no rate column or 
new rate basis be prescribed by the Commission unless and until 
the parties who pay and bear the rates are given an opportunity 
to be heard on the question of the proper level of those rates. 
So far it has been done without a word of evidence being offered 
by the parties who actually pay the rates and absorb the 
charges.” 

The Commission has postponed the effective date of fourth 
section order No. 9500, issued in connection with the case, dated 
April 5, from December 5, 1927, to February 3, 1928, so as to 
make the fourth section order run concurrently with the other 
requiring the establishment of the rates. 
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MIDCONTINENT OIL RATES 


A reconstitution of midcontinent oil rate groups 2 and 3, 
an increase in the present key rates from group 8 to St. Louis 
and Chicago, but less than originally ordered, and an increase 
in the differential fixed in the original order, from group 1 un- 
der group 3, to St. Louis, from seven to eight cents, all to be 
made effective January 1, have resulted from the Commission’s 
further hearing in midcontinent oil rates, 1925, mimeographed. 
The finding in the original report, 112 I. C. C. 421, has been 
modified in these respects. 

The central point, from the standpoint of the group 3 re- 
finers, that of a differential of two cents under group 3 for 
refiners in group 2, stands: unchanged. But the group bound- 
aries are to be changed. Southeastern Kansas is to be in group 
2 and central Kansas in group 3. In the original report all 
parts of Kansas were in group 2. Until the original report in 
this case was made the two groups were on a rate parity to St. 
Louis and Chicago. The changes in group boundaries, accord- 
ing to the report, are to be made on account of differences in 
distance only, the distance to St. Louis being regarded as the 
controlling one. 

Midcontinent Oil Rates, 1925, is the title the Commission 
gave to No. 15584, Sinclair Refining Company et al. vs. Ahna- 
pee & Western et al., and the cases joined with it. The other 
complaints are: No. 15585, Miller Petroleum Company et al. 
vs. Same; No. 16065, Barnsdall Refining Company et al. vs. 
Louisiana & Arkansas et al.; and No. 16066, North Texas Petro- 
leum Traffic Bureau vs. Louisiana Railway & Navigation et al. 

Introduction of a differential as between groups 2 and 3, 
in the original reports, brought an unusually large volume of 
protest from those adversely affected. It was in connection 
with the applications for further hearing in respect of the dif- 
ferential that Oklahoma interests, including the Oklahoma com- 
mission, declared that disaster would follow the imposition of 
a differential of two cents on petroleum and its products, from 
group 3, of which Tulsa is the most typical point. The rate on 
gasoline and other refined products was used in the testimony 
and in the Commission’s report as sufficient to illustrate the 
situation and to indicate the adjustment to be made because 
rates on crude and the heavier distillates and residual prod- 
ucts are on the basis of 80 per cent of the rates on refined oils. 

The re-constituted groups are not described by metes and 
bounds in the Commission’s report. Group 3 is to include 
points in Kansas and Oklahoma more distanct than 385 miles 
from St. Louis over short line routes via junctions at which 
carriers maintain physical track connections for the interchange 
of freight traffic. Group 2 is to be composed of points in Kan- 
sas, Oklahoma and southwestern Missouri, 385 miles or less 
from St. Louis. The main finding is as follows: 


We find that the rates in issue on gasoline and other so-called 
refined oils now taking the same rates, in carloads, are unduly preju- 
dicial or preferential as between the origin groups named in the table 
below, and that rates related one to another as between the respec- 
tive origin groups in the amounts set forth in said table, and which 
do not exceed the rates therein set forth or rates made upon the bases 
therein set forth, will be for the future just, reasonable, and non- 
prejudicial for application on this traffic from and to the groups or 
points shown. Rates or differences in rates in cents per 100 pounds: 






Differ- 
entials Under Group 3 
To Pinto an From 

rou roup 1 G 2 
EE) ee ee Se 31.5 3 rege ' 
oS eee ee Soe a 33 2 
ee -- 35.5 2 
Davenport, Ia. .. -- 35.5 7 2 
MMII NS yc Fsaigg: 0-6 eee oe weipaiewees 38.5 2 
MUIWHOMUG, WIR. siccct se Sedticccse cece 41.5 2 





*Points in Kansas and Oklahoma distant more than 385 miles 
from St. Louis, Mo., over short-line routes via junctions at which 
carriers maintain physical track connections for the interchange of 
freight traffic. 

tPoints in Kansas, Oklahoma, and southwestern Missouri 385 miles 
and less from St. Louis, Mo., over short-line routes via junctions at 
which carriers maintain physical track connections for the interchange 


' of freight traffic. 


The rates or bases of rates found reasonable are to representative 
destinations. The rates to other destinations within the territory here 
dealt with, including the territory intermediate to the river crossings, 
should be adjusted in proper relationship thereto. The findings in our 
original report are modified accordingly. Although we have changed 
somewhat the area of group 3, we shall expect the carriers, in es- 
tablishing rates pursuant to the above findings, to observe the rela- 
tionships to that group which were prescribed in our original report 
and order from groups other than those herein specifically dealt with. 


Other findings are as follows: 


Upon further consideration and in light of the additional evi- 
dence presented, we are of the opinion that the keenly competitive 
Situation as between the refiners in northern Oklahoma and those in 
central Kansas, and the approximately equal average distance from 
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these two districts, warrant a parity of rates therefrom to the des- 
tination territory here under consideration. It remains to be de- 
termined what, if any, other changes in our former findings should 
be made. 

The distances from the points in southeastern Kansas are ma- 
terially less than from the central Kansas or northern Oklahoma 
refining points, and there is, as stated, a strip of non-producing ter- 
ritory separating these southeastern Kansas points from those in 
central Kansas and northern Oklahoma. . . The relative volume of 
refinery production in southeastern Kansas has fallen off materially 
in recent years as compared with central Kansas and northern 
Oklahoma. Speaking generally, the supply of crude oil used by the 
southeastern Kansas refiners must be drawn from greater distances 
than that of the Oklahoma or central Kansas refiners. We are there- 
fore further of the opinion that these southeastern Kansas points, 
and Oklahoma points not farther distant from the destination ter- 
ritory, are entitled to a differential of 2 cents under other Kansas 
and Oklahoma points now embraced in groups 2 and 3, respectively. 
According to the record on further hearing, there are at this time 
no refining points in Oklahoma which would be included in this lower- 
rated group, but the basis hereinafter prescribed should be estab- 
lished from points from which shipments may be made. We shall 
hereinafter for convenience refer to the southeastern Kansas group 
as revised group 2 and to the central Kansas-Oklahoma group as re- 
vised group 3. 

The differential prescribed in the former report from the north 
Texas group over group 8 is 2.5 cents. The average distances from 
the north Texas group to St. Louis and Chicago exceed those from 
group 3 by 210 miles and 187 miles, respectively. The differences in 
distance over revised group 3 will be slightly greater. (We are not 
convinced that the differential of 2.5 cents should be reduced.) 

In the past Colorado, Tex., has been included in the Ranger 
group. In the schedules which have been filed in purported compli- 
ance with our former report and order, defendants have placed Colo- 
rado on the San Antonio basis or generally .5 cent over the Ranger 
group to the destination territory under consideration. The inclu- 
sion of Colorado in the Ranger group increases the average group 
distance by only 4 miles to St. Louis. Defendants proposed to in- 
clude Colorado in the Ranger group in their proposals presented at 
the original hearings. A refiner at Colorado seeks the Ranger basis 
of rates from that point. We see no reason why the rates from 
Colorado should be higher than from other points in the Ranger 
group. 





LIVESTOCK YARDAGE CHARGES 


In a report written by Commissioner Lewis, in No. 16627, 
Southwestern Horse & Mule Dealers Association et al. vs. At- 
chison, Topeka & Santa Fe et al., mimeographed, the Commis- 
sion, by division 1, for the first time, has made a decision as to 
when transportation of ordinary live stock to public stockyards 
ends. The decision is that it ends “when the animals are un- 
loaded into suitable pens at such yards.” Anything done be- 
yond that time or ‘point, so far as the Commission is interested, 
is subject to such jurisdiction as is given to the Secretary of 
the Department of Agriculture by the packers and stockyards 
act, 1921, the constitutionality of which has been upheld by the 
Supreme Court. 

The question as to where transportation of ordinary live 
stock to public stockyards ended was raised in connection with 
that part of the complaint in the instant case alleging that a 
charge of 35 cents a head, collected by defendants for yardage 
at Fort Worth, Tex., was unjust and unreasonable. 

The complaint alleged the rates on horses, mules, burros 
and asses, from points in western and southwestern states to 
North Fort Worth, were unjust and unreasonable and in viola- 
tion of both parts of the fourth section. The complaint was dis- 
missed in so far as reparation was concerned because, as ‘Mr. 
Lewis said, the record fairly warranted the conclusion that this 
complaint was brought primarily with a view to obtaining repa- 
ration in larger measure than was accorded in Horse and Mule 
Rates in the Southwest, 1924, 93 I. C. C. 479, referred to by him 
as the original case. The defendants contended that this case 
was a collateral attack upon the decision as to reparation in the 
original case. The bringing of a separate action, the report 
said, was sought to be justified on the ground of additional 
issues, parties and evidence, but Mr. Lewis said that if such 
there were they were, upon this record, clouded by the indefinite 
and irreconcilable statements of complainants’ representative, 
who was also counsel and rate witness for the complainants in 
what were termed the Fort Worth cases embraced in the origi- 
nal case. 

The case as to the reasonableness of the rates for the future 
is retained because the original case and three others have been 
reopened for further hearing in respect of the reasonableness, 
lawfulness and propriety of the rates and minimum weights in 
connection therewith. 

In respect of yardage Mr. Lewis pointed out that several of 
the carriers had facilities for loading and unloading live stock 
in the Fort Worth switching area but that shippers would not 
use them, preferring to have their animals unloaded at the 
public stockyards where there was also a market. At those 
facilities the carriers will load and unload without extra charge, 
as required by paragraph 5 of Section 15, enacted in 1920. 

Mr. Lewis said that this was the first case in which the 
question was raised, since the enactment of that legislation, as 
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to where transportation of ordinary live stock to public stock- 
yards ended. The amendment defines transportation as includ- 
ing “delivery into suitable pens.” Mr. Lewis said that 
under the rule of statutory construction the amendment had to 
be given effect over the general language in Section 1 which de- 
fined transportation as including “facilities” and “all services 
in connection with the receipt, delivery and handling of 
property transported.” . 
As he saw the matter, the issue in respect of yardage was 
as to whether Section 15, paragraph 5, was complied with by 
delivery of live stock into suitable pens. His conclusion was 
that delivery in suitable pens was compliance with Section 15, 
paragraph 5, and that therefore the Commission had no juris- 
diction over the services rendered after delivery into the pens 
covered by the yardage charge. Therefore that part of the 
complaint was also dismissed. In part, the report says; 


A careful reading of the amendment to Section 15 in the light of 
prior and subsequent decisions dealing with questions closely related 
to that here presented leads to the conclusion that transportation of 
ordinary live stock, in carloads, to public stockyards ends when the 
animals are unloaded into suitable pens at such wards. It follows 
that this marks also the limit of our jurisdiction over such ship- 
ments. This conslusion is strengthened by consideration of the pro- 
visions of the packers and stockyards act, 1921, approved August 15, 
1921, and of the decision of the Supreme Court upholding the consti- 
tutionality of the act. By that act the Secretary of Agriculture is 
given jurisdiction over stockyard services at public stockyards, de- 
fined by Section 301(b), as follows: Ne 

“The term stockyard services means services or facilities fur- 
nished at a stockyard in connection with the receiving, buying or 
selling on a commission basis or otherwise, marketing, feeding, water- 
ing, holding, delivery, shipment, weighing or handling in commerce of 


live stock.” As 
All of the services’ and facilities for which the yardage charge 


under consideration is assessed are comprehended within the forego- 
ing definition. 


PEDDLER CAR CASE 


Meat packers with nation-wide distribution of products 
showed formal interest in I. and S. No. 2887, rules governing 
the handling of fresh meat and packing house products in ped- 
dler-cars from Buffalo, N. Y., to destinations on the Buffalo, 
Rochester & Pittsburgh, mimeographed, in which the Commis- 
sion condemned, as not justified, a rule proposed by the B. R. 
& P. which would requive the shipper to furnish equipment 
used in peddler-car service. (See Traffic World, October 8.) 
Establishment of the rule packers seemed to believe would 
have meant that the railroads, when they thought it to their 
interest to do so, might free themselves from the rule that 
when they offered to perform a service they were obliged to 
furnish the equipment suitable for the service. While the big 
packers have thousands of refrigerator cars, they depend, in 
considerable measure, upon the carriers to provide refrigera- 
tors, especially for peddler-car service. 

The Buffalo, Rochester & Pittsburgh established rules for 
peddler-car service in 1909. Ten years later, according to the 
report, it published a rule that such service would only be es- 
tablished upon specific request of shippers, and after all “neces- 
sary arrangements” had been made with various carriers. The 
rules in effect now, the report says, are substantially the same 
as those of other carriers in the Buffalo territory. In actual 
practice, the report says, the respondent has not furnished the 
equipment for peddler-car service. It therefore contended that 
adding to the rules the words requiring the shipper to furnish 
refrigerator cars would clarify the meaning of the note in the 
tariff concerning “necessary arrangements,” and did not change 
the meaning of the note or set forth a new rule. 


“This contention is without merit,” says the report. “The 
addition was a requirement, where no former rule so provided, 
that shippers should furnish refrigerator equipment. Moreover, 
the evidence shows that under substantially similar peddler-car 
rules, it is the common practice of some carriers to furnish the 
equipment.” 

The big packers, who showed their interest by intervening 
in the case, were not shown, by the report, as taking any 
leading part in it. However, counsel for the Allied Packers, 
Inc., a protestant, which operates the Klinck Packing Company 
plant at Buffalo, in other cases, represent the big packers. The 
Klinck plant also protested against the rule, the B. R. & P. 


serving it by absorbing the switching of the Erie, on the rails . 


of which it is situated. The proposed rule, the report said, was 
published following receipt of a letter by the respondent from 
the Klinck people notifying it that they had disposed of the 
equipment heretofore used for the movement of two or three 
peddler-cars, weekly, from Buffalo. The letter advised the car- 
rier that the Klinck company would look to the B. R. & P. to 
furnish the necessary equipment. Allied Packers, Inc., the re- 
port says, owns no refrigerators. The B. R. & P. owns forty- 
five refrigerators, of which twenty-four have no ice bunkers, 
eleven of which, the report says, will require dismantling soon 
and ten are suitable for carrying fruits and vegetables. The 
respondent, the report said, hired refrigerator cars for carloads 
of perishables from the Merchants Despatch, Inc., a car company. 

The respondent contended that the peddler-car service was 
a special one distinguishable from the movement of perishable 
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goods in carloads; that its volume would not warrant acquisi- 
tion of the necessary equipment; and that it had no equipment 
suitable for the protestant’s use. Besides, it said it was not 
primarily obligated to furnish equipment to the principal pro. 
testants because its plant was not on its rails. The Commis. 
sion, however, pointed out that the B. R. & P. published L. C. L, 
rates on the articles published in the peddler-car list and that 
such commodities could be carried to destinations on its line 
only in peddler-car service such as it had maintained for qa 
number of years. The Commission further pointed out that, in 
practice, eventually the line having the road-haul, furnished the 
equipment for traffic switched to it, as in this case. 

Protestants, the report said, pointed out various peddler. 
car movements in the east and west in which the refrigerator 
cars were furnished by the carrier. They also pointed out that 
the B. R. & P.’s rules governing trap-car service, similar, they 
contended, to peddler-car service, contained no requirement that 
the shipper should furnish the car. In disposing of the case 
the Commission said: 


Section 1 of the act, paragraphs (3) and (4), places upon the 
carrier the duty to provide and furnish transportation upon reason- 
able request therefor, and the term “transportation” is defined as 
including among other things, cars, vehicles, and instrumentalities 
and facilities of shipment or carriage. The number of peddler-cars 
being forwarded weekly by the Klinck Packing Company would hard- 
ly seem to render other than reasonable any request by it for re- 
frigerator cars to be used in this peddler-car service. In S. W. Mis- 
souri Millers Club vs. St. L. & S. F. R. R. Co., 26 I. C. C. 245, we 
said at page 252: 

“Certain classes of traffic, such as live stock and commodities 
requiring refrigeration, demand a special class of equipment. If a 
railroad company hold itself out as a carrier of this species of freight, 
it is its duty to furnish equipment to carry it, and that duty can 
not be shifted to the shipper.’’ 

The present record contains nothing to show that peddler-car 
service over respondent’s lines has been unremunerative or that 
the revenue derived therefrom would be unduly low if respondent 
furnished the required refrigerator equipment. 

We find that the suspended schedules have not been justified. An 
order will be entered requiring their cancellation and discontinuing 
this proceeding. 


OIL INCREASES FORBIDDEN 


The Commission, by division 3, in I. and S. No. 2929, pe- 
troleum and petroleum products from lower Mississippi River 
crossings to destinations in Kentucky, mimeographed, has found 
not justified proposed increased rates from the river crossings, 
Gulfport, Mobile and Pensacola to Lexington, Winchester and 
Quisenberry, Ky. The finding, however, is without prejudice 
to the filing of new schedules in conformity with the fourth 
section. The schedules proposed to increase a rate of 38 cents 
now applicable to the destination points mentioned to 41.5 cents. 
However, the increased rate would create a fourth section de 
parture on the route from Baton Rouge, La., to Cincinnati by 
way of Lexington, Ky. 

Respondents admitted that there would be a fourth section 
departure and suggested that the routing be restricted so as 
not to have the rate apply over that route, which the carriers 
said, was abnormally circuitous, resulting in uneconomical trans- 
portation. As a matter of practice they said it was seldom used. 

In disposing of the case the Commission said that the record 
indicated that the rates to the Kentucky points were unduly 
low and that the rates under suspension would not be unrea- 
sonable for future application. Protestants, the report said, did 
not seriously question the reasonableness of the proposed rates, 
but claimed that they were arbitrarily established and unduly 
prejudiced the three points. They pointed out that Lexington 
generally took the same rates as Cincinnati, but that under the 
proposed adjustment Lexington would be 3.5 cents over Cin- 
cinnati. The protestants also suggested that inasmuch as the 
rates in question were involved in No. 18458, the southern 
petroleum rate investigation, they ought not to be disturbed 
until that readjustment was completed. 


WINE GRAPE RATES PREJUDICIAL 


The Commission, by division 3, in No. 18470, Italian Fruit 
& Produce Co. et al. vs. Southern Pacific, mimeographed, has 
found the rate on wine grapes, carloads, from Madison, Calif., 
to Portland and East Portland, Ore., not unreasonable or unjustly 
discriminatory, but unduly prejudicial in comparison with the 
rate contemporaneously maintained on like traffic from South 
Vallejo, Napa, and points on the Southern Pacific’s San Ramon 
and Walnut Grove branches. It has denied reparation and dis- 
missed the complaint. 

The complaint attacked the rate in effect between July 10 
and December 4, 1925. Complainants, the report said, based 
their case solely upon the ground that the rate in effect was 
in violation of New Italian Importing Co. vs. S. P., 95 I. C. C. 611. 
In that case a rate of 58.5 cents, reduced December 15, 1923, 
to 55 cents, on wine grapes from and to the points in this 
case, was found not unreasonable, but unduly prejudicial to 
the extent it exceeded a rate of 49.5 cents from South Vallejo 
and other California points. The order in the New Italian case 
was in the alternative. The carrier proposed to remove the 
prejudice by raising the wine grape rates to 60 cents. Wine 
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grape shippers, the report said, did not protest. Shippers of 
other fruits and of vegetables whose rates had also been increased 
by the tariffs protested and had them suspended. 

When the suspension case was disposed of a rate of 49.5 
cents was made effective from and to the points in this case, on 
December 4, 1925, as a result of Fruits and Vegetables Between 
Pacific Coast Points, 104 I. C. C. 66. Reparation was denied in 
the New Italian case. Following that case, the Commission 
made the finding hereinbefore set out. 





COAL ROUTE CASE 


The Commission, by division 3, has dismissed No. 18345, 
Russell The Coal Man, Inc., vs. Cleveland, Cincinnati, Chicago 
& St. Louis et al., mimeographed, finding the rates on coal, 
from Boonville, Ind., to Elkhart, Ind., over an interstate route, 
in effect in May, 1923, not unreasonable or otherwise unlawful. 
The coal was shipped from Boonville to Elkhart and then recon- 
signed to South Bend. There was no joint rate in effect over 
the route of movement. The complainant sought reparation to 
the basis of a joint rate of $1.96. He paid a combination of 
$3.19 which included an overcharge of 10 cents a ton in the 
factor from Elkhart to South Bend which the Commission said 
should be promptly refunded. 

Defendants showed, the report said, that when the ship- 
ments were made that there were 23 routes available for the 
use of the $1.96 rate, which had since been reduced to $1.85. 
They contended the public interest did not require the estab- 
lishment of a route from Boonville to South Bend through Elk- 
hart. They relied upon Russell vs. New York Central, 109 I. 
c. C. 193, to support that contention. The Commission said 
there was no evidence in this case to warrant a conclusion dif- 
ferent from the one reached in that case. 


BAKING POWDER REPARATION 


The Commission, by division 3, -has dismissed No. 18660, 
Royal Distributing Co., Inc., vs. Baltimore & Ohio et al., and 
No. 18708, Rumford Chemical Works vs. Merchants & Miners 
et al.. mimeographed, finding rates on baking powder, in car- 
loads, from Brooklyn, N. Y., to Chicago, IIll., and other destinations 
in central territory, and from Providence, R. I., to destinations 
in Virginia, West Virginia, Pennsylvania and Washington, D. C., 
not unreasonable or otherwise unlawful. The rates were alleged 
to be unreasonable and in violation of the fourth section. The 
complainants contended the fourth class rates charged were 
unreasonable to the extent they exceeded fifth class, prior to 
July 26, 1926. On that day they went down from fourth to fifth 
class on account of the finding in Rumford Chemical Works vs. 
New York, New Haven & Hartford, 112 I. C. C. 645. 

Reparation was sought in this case. None was sought, said 
the report, in the Rumford case upon which the complainants, 
who were also parties in that case, relied for reparation in this 
one. The defendants made the point that that was a general 
revision case and that upon the principle enunciated in other 
cases, the Commission should not award reparation. They said 
the complainants, like all other shippers of baking powder paid 
fourth class rates and were in the same position as their 
competitors. 

In disposing of this case the Commission went back to the 
Anadarko Cotton Oil Co. case, 20 I. C. C. 43, to show that the 
subsequent reduction of a rate, whether by voluntary action of 
the carriers or by order of the Commission, was not of itself 
sufficient to justify an award of reparation. 


REPARATION ON SCRAP ZINC 


A finding of unreasonableness and an award of reparation 
have been made in No. 18917, B. Lissberger & Co. vs. Detroit, 
Toledo & Ironton et al., mimeographed, as to the rate and 
charges thereunder on scrap zinc from Wyandotte, Mich., to 
Canton (Baltimore) Md., applied on a shipment made in June, 
1923. The Commission, by division 3, found the sixth class 
rate of 34 cents unreasonable to the extent it exceeded 29 
cents, the contemporaneous rate on spelter and zinc dross. A 
rate of 30 cents, without tariff authority, the report said, was 
applied. It said the applicable rate was 34 cents. After the 
shipment was made the rate was reduced to 22 cents to which 
basis reparation was sought. 


GREEN SALTED HIDE RATES 


In No. 18850, International Shoe Company vs. Illinois Cen- 
tral et al., mimeographed, the Commission, by division 3, has 
found the rate on green salted hides, carloads, from New Or- 
leans, La., to Manchester, N. H., not unreasonable and that the 
complainant had not shown itself to have been damaged by 
any undue prejudice which might have existed. A finding of 
unreasonableness has been made and reparation awarded, as to 
the rate on like traffic from Jasper, Ala., to Manchester. The 
report also covers a sub-number, Same vs. Northern Alabama 
et al. The rate from New Orleans was 71 cents. A rate of 61.5 
cents was sought. A rate of 84 cents was in effect from Jasper 
and a rate of 67 cents was sought. The Commission found the 
Jasper rate unreasonable to the extent it exceeded 73 cents. 
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The prayer for rates for the future, the report said, was with- 
drawn at the hearing. The Illinois Central said the rates from 
New Orleans to central territory were being revised to bring 
them into harmony with the present rates from New Orleans to 
Manchester. The 73-cent rate, to the basis of which reparation 
is to be made, is now in effect from Jasper. 


MASON CITY CEMENT RATES 


A finding of unreasonableness, a denial of reparation, and 
an order requiring new rates on cement not later than Decem- 
ber 15, have been made in No. 16536, Lehigh Portland Cement 
Co. et al. vs. Big Fork & International et al., mimeographed, the 
report therein having been written by Commissioner Taylor. 
The Commission, by division 1, found the rates on portland 
cement, from Mason City, Ia., to northern Minnesota and North 
Dakota, in extended cement Scale III and IV territories, and 
to points on the Soo Line’s branches in South Dakota unreason- 
able but not unduly prejudicial. It prescribed revised Scale III 
and IV rates as maximum reasonable bases. Reparation was 
denied on the principles governing in general revision cases. 

This finding covers the territorial scope of the complaint. 
The Commission, however, thinks the revision of rates should be 
extended to the rates from Steelton and Duluth, so as to reflect 
the same scale basis, calculated on distances from Duluth, as 
prescribed from Mason City, and that the rates from other 
related producing points should be revised so as to reflect 
substantially the same differences over the corresponding rates 
from Mason City as are reflected in the present relationships 
of the key-point rates to St. Paul from Mason City, on the one 
hand, and from such related producing points, on the other hand. 


PERISHABLE SHIPMENT NOTICE 


The Commission, by division 3, has dismissed No. 17788, 
Independent Produce Shippers, Inc., vs. Norfolk & Western et 
al., mimeographed, on a finding that the alleged failure of the 
Pennsylvania to notify the complainant that two carloads of 
cabbage shipped from Crockett and Grubb, Va., to Jersey City, 
N. J., were unclaimed at destination, was not a violation of 
section 6 of the interstate commerce act, as alleged. The Com- 
mission called attention, in its dismissal, to Rinelli vs. N. Y. 
N. H. & H., 112 I. C. C. 567, a substantially similar complaint, 
based on the same tariff rule in which it said that the effort of 
the complainant to recover the value of the shipment was prop- 
erly a loss and damage claim “cognizable only in the courts.” 


COARSE GRAIN BASIS CASE 


The Commission, by division 2, in No. 16230, Ogden Grain 
Exchange vs. Arizona Eastern et al., mimeographed, written by 
Commissioner Campbell, has further modified the original and 
supplemental reports in this case, 126 I. C. C. 255, and 128 I. C. C. 
490, so as to permit the establishment of rates on coarse grains, 
in carloads, from points in Idaho, Montana, Oregon, Utah, Wyom- 
ing and Colorado, to north Pacific coast terminals and to des- 
tinations in California and Arizona no higher than the contem- 
poraneous rates prescribed in the original report. 

In the first supplemental report the Commission modified 
its order so as to permit rates on flour not more than five cents 
per 100 pounds higher than the rates on wheat to all the des- 
tination territory involved, except to the Imperial Valley in 
California and Arizona. To the valley it allowed a basis of 
rates on flour not more than seven cents over wheat. Flour 
over wheat had been the basis in that territory, generally speak- 
ing, prior to the decision in this case. 

Now the order is further modified so as to permit rates on 
coarse grains, which constitute only about 8 per cent of the 
volume of traffic, according to the report, as high, but no higher 
than those on wheat. That brings this report into harmony 
with the decision in Rates on Grain, Grain Products and Hay, 
80 I. C. C. 362, in which parity of rates on wheat and coarse 
grains was allowed. The complainant, in this case, expressed 
acquiescence in this further modification. 


DRY GOODS SAMPLES RATE 


The Commission, by division 3, in No. 18427, Detmer, Bruner 
& Mason, Inc., vs. Bush Terminal et al., mimeographed, has 
found unreasonable the second class transcontinental rate of 
$4.80, imposed on dry goods samples attached to display cards, 
carloads, from Brooklyn, N. Y., to San Francisco and Los An- 
geles, Calif., and Seattle, Wash., in effect prior to December 1, 
1925, to the extent that it exceeded the subsequently established 
rate of $3.98 and awarded reparation to that basis. It found 
the present rate not unreasonable. 


AUTOMOBILE LAMP LENSE .RATES 


The Commission, by division 3, in No. 17691, MacBeth 
Evans Glass Company vs. Pennsylvania et al., mimeographed, 
has found unreasonable the rates on automobile lamp lenses, 
carloads, from Charleroi, Pa., Wagon Works (Toledo) O., and 
Omaha, Neb., to San Francisco and Los Angeles to the extent 
they exceeded the contemporaneous carload commodity rates 
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on lamp chimneys, lamp globes, and lamp shades. It awarded 
reparation to that basis. Class rates were assessed. Later 
lower rates on automobile lamp lenses were established. The 
Commission said no order for the future was necessary. The 
lenses involved in this case were shipped in carloads in anti- 
cipation, the report said, of a change in the California law on 
the subject which did not take place and that carload shpments 
were not likely in the future. It said, however, that an isolated 
movement was entitled to a reasonable rate. 


ROOT BEER RATINGS 


The Commission, by division 3, in No. 185338, Charles E. 
Hires Co. vs. Akron, Canton & Youngstown et al., mimeographed, 
has found ratings on root-beer syrup, in cans, in boxes, L. C. L., 
in Official and Western classifications not unreasonable in the 
past, but that they will be unreasonable for the future to the 
extent they may exceed rule 25 in Official and third class in 
Western. The ratings, at present, are second in Official and 
Western and third in Southern. The finding was based, in large 
measure, upon the Coca-Cola cases, 45 I. C. C. 461, relating to 
the ratings in Western Classification, and 92 I. C. C. 340, relating 
to Official ratings. Reparation was denied. 


COTTONSEED RATES 


An order of dismissal has been made in No. 18607, Newton 
Oil Mill vs. Alabama & Vicksburg et al., mimeographed, the 
Commission, by division 3, finding the rates on cottonseed, in 
carloads, from Cairo, Ill., Success and Corning, Ark., and Essex 
and Neeleyville, Mo., t6 Newton and Laurel, Miss., not unreason- 
able or otherwise unlawful. Ninety-four shipments were made 
from Cairo to Newton, in January, 1925, at a rate of 28.5 cents. 
On April 17, 1926, a rate of 22.5 cents was put into effect. No 
attack, the report said, was made upon that rate. The defend- 
ants said the movement of cottonseed from Illinois, Missouri and 
Arkansas to Mississippi was unusual and in small volume, the 
bulk of the movement being in the reverse direction. They con- 
tended the southbound movement was not entitled to as low 
rates as the northbound on account of the lack of volume, cotton 
production in Illinois being small and the number of mills, in 
that general territory, being large, so as to absorb the seed pro- 
duction, which, in 1925, moved southward. The report also cov- 
ers No. 19108, Laurel Oil & Fertilizer Co. vs. Gulf, Mobile & 
Northern et al. 


COAL WEIGHT CASES DISMISSED 


The Commission, by division 3, has dismissed No. 17396, 
C. U. Downing & Son vs. Director-General, as agent, mimeo- 
graphed, and nine sub-numbers thereunder, finding that, as to 
some of the complaints, the charges assessed were applicable, 
and as to others, that they were barred by the statute of lim- 
itations. The complaints were as to shipments of coal from 
points in West Virginia, Pennsylvania, Ohio, Indiana, Illinois, 
and Kentucky and reweighed at destinations in Indiana. They 
were made between January 10, 1920, and February 20, 1924. 
The title complaint was against the Director-General, as agent, 
only. The others were against the carriers. 

This report also includes Peoples Coal & Cement Co. vs. 
Lake Erie & Western et al.; Muncie Oil & Coal Co. vs. Lake 
Erie & Western et al.; Fred Goepper & Son vs. Cincinnati, In- 
dianapolis & Western; W. H. Sherry & Son vs. Chesapeake & 
Ohio et al.; Syler & Syler vs. Baltimore & Ohio et al.; J. M. 
Clark Coal Co. vs. Wabash et al.; J. W. & B. D. Glascock Co. 
vs. New York, Chicago & St. Louis et al.;: McGuff Coal Co. vs. 
Pennsylvania et al.; and Fred, Carl V. and Earnest Spickle- 
meier vs. Cleveland, Cincinnati, Chicago & St. Louis et al. 

The questions were as to weights, as to whose duty it was 
to bear the charges for reweighing, as to whether cars for 
which reweighing charges were assessed were actually re- 
weighed, whether notice of shortage was given, and things of 
that sort. The complaints were made by retailers of coal at 
Tipton, Indianapolis, Muncie, Connersville, Nappanee and La- 
fayette, Ind. The charges were alleged to have been inap- 
plicable. The Commission, in its report, recited the allegations 
of fact made by the parties and, as before set forth, came to 
the conclusion either that the charges were applicable, that 
the record was not definite enough to warrant a finding for the 
complainant or that the claim was barred by the statute of 
limitations. 


STRAW INCREASES FORBIDDEN 


The Commission, by division 3, in I. and S. No. 2902, Straw 
from Cairo, Thebes and East St. Louis, Ill., and upper Missis- 
sippi River Crossings to Indiana and Ohio, mimeographed, has 
found not justified schedules proposing the cancellation of 
commodity rates on baled straw, carloads, from points in MIlli- 
nois on the Missouri Pacific between East St. Louis and Cairo, 
Ill., to destinations in Indiana and Ohio, and from points in 
Illinois on the Burlington between Alton and East St. Louis, 
Ill., and between Litchfield and Metropolis, Ill., to Vincennes, 
Ind. The cancellation is without prejudice to the filing of new 


schedules not inconsistent with the views expressed in the 
report. 
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Cancellation would have brought fifth class rates into effect 
on the low grade wheat straw used in making strawboard. The 
Commission said that the car-mile earnings, in some instances, 
were unduly low but that the respondents had not justified the 
substantial increases which would result from the proposed 
cancellation and which, in some instances appeared unwar-. 
ranted. It said the record was not sufficient to enable it to 
determine what would be reasonable rates. The schedules were 
suspended on the protest of the Indiana State Chamber of Com. 
merce on behalf of strawboard manufacturers at various points 
in Indiana. 


NEW ENGLAND DIVISIONS 


On reconsideration by the whole Commission in No. 11756, 
Bangor & Aroostook vs. Aberdeen & Rockfish et al., mimeo- 
graphed, called the New England divisions case, the divisions 
prescribed in 126 I. C. C. 579, of joint rates on anthracite coal 
have been modified by increasing them on coal transported 
over routes from mines served by the Pennsylvania to $2.25 
per long ton to Jersey City and to $3.30 per long ton to Rotter. 
dam Junction. The divisions originally prescribed were $2.15 
to Jersey City and $2.65 to Rotterdam Junction. 

The report, written by Commissioner Eastman, said the 
division to Jersey City was based on the rates in effect in 1923 
subject to the proviso that increases or decreases since 1923 
should be shared pro rata by complainants and defendants. In 
this report Mr. Eastman said the Commission, upon recheck of 
the divisions prescribed in connection with anthracite inter. 
changed with the New Haven at Jersey City or Maybrook, 
came to the conclusion that the division in question should be 
increased, although not to the extent sought by the Penn- 
sylvania. 

As to rates via Rotterdam Junction Mr. Eastman said the 
divisions were of academic importance, for no coal moved on 
the higher rates from the Pennsylvania’s mines via the Rotter- 
dam Junction route. The finding was changed because the 
Commission made an error in the former report by saying the 
division, in all instances, was $2.84 per long ton. Mr. Eastman 
said that as a matter of fact the divisions, out of rates on 
which it also said no coal moved, ranged from $3.46 to $3.60 per 
ton. However, he said the order should be modified so as to 
make the reduction required in the divisions on any movements 
to Rotterdam Junction under the higher rates over the Penn- 
sylvania routes not proportionately greater than the reductions 
required in the case of the other routes, the result being a 
division of $3.30 per long ton. 


GRANITE ITEM REVISED 


The Commission, in No. 16978, West Texas Chamber of 
Commerce et al. vs. Houston & Texas Central et al., has revised 
its finding and order in respect of granite by eliminating from 
finding 1, p. 553, the following: 


Granite, rough quarried or sawed four sides or less, in straight 
or mixed carloads, carload minimum 36,000 pounds, rates resulting 
from the application of column 17% of Appendix 13 of the Consolidated 
case to the column 100 or first-class rates prescribed from or to the 
same points in that case, applied as prescribed therein. 


It has also eliminated the third paragraph on page III of its 
order of August 5, 1927. 

The Commission further modified the secod paragraph on 
page III and the second and third paragraphs on page IV of the 
order by inserting after the word “granite” in the fifth and sev- 
enth lines, the following: 


sawed more than four sides, chiseled, dressed, hammered, sand 
rubbed, carved, lettered, polished or traced, 


A still further modification is in the third paragraph on 
page IV by the striking out of the figures “1714” in the next to 
the last line; the insertion of the word “and” between the words 
“fourth” and “fifth” and the striking out of the words “and 
sixth” in the last line. 

The object of the changes in the finding and the order is to 
clarify the descriptions of the different sorts of granite on which 
the rates prescribed are to apply. The changes were made at 
the request of the complainants. 


FERTILIZER ORDER ISSUED 


The Commission has issued an order, in No. 16336, in the 
matter of rates on fertilizers and fertilizer materials and articles 
taking the same rates, intrastate in Alabama, requiring the 
carriers, not later than January 3, to establish rates, intrastate 
in Alabama, not lower than they have established, for like 
distances, between points in Alabama and points in other states, 
in accordance with its order of July 19, 1926. That order of 
July 19, 1926, put into effect, as to interstate traffic, the rates 
which the Commission had found reasonable in the case which 
it had instituted on its own motion. The railroads and the state 
commission were expected to adjust the intrastate rates in ac- 
cordance with the findings of the federal body without the issu- 
ance of an order but no adjustment was accomplished, hence the 
issuance of the order. 
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PROPOSED SOAP REVISION 


A two-part soap rate revision has been proposed by Exam- 
iner I. H. Kerwin, in No. 18158, Iowa Soap Co. vs. Chicago, Bur- 
lington & Quincy et al., in No. 17742, Palmolive Co. vs. Santa 
Fe et al., and in a sub-number under the last mentioned case, 
Swift & Co. vs. Santa Fe et al., from Burlington, Ia., Milwaukee, 
Wis., and Chicago, Ill., to destinations in Western Trunk Line 
territory and in the southwest and other destinations, based 
on a finding of unreasonableness. Kerwin said the Commission 
should find not unreasonable the rates on soap from Burlington 
to points in Montana. He recommended reparation on specific 
shipments where the through rates were in excess of the com- 
binations based on intermediate points. 

The report, one which goes into great detail, seems to rec- 
ommend bringing the affected rates up to the bases set forth in 
Consolidated Southwest Cases, 123 I. C. C. 203, decided subse- 
quent to the hearing in these cases, and Memphis-Southwestern 
Investigation, 77 I. C. C. 473. 

The Iowa Soap Co.’s complaint was separately heard, but 
was disposed of in a report which also covers the other cases 
mentioned in the initial paragraph. The Palmolive case and 
three sub-numbers thereunder were set for hearing together, but 
hearing in all the sub-numbers except that of Swift & Co. was 
postponed at the request of the parties. 

The Iowa complaint alleged the rates on soap from Bur- 
lington to destinations in Illinois, Wisconsin, Minnesota, the 
Dakotas, Montana, Colorado, Nebraska, Kansas, Arkansas, Okla- 
homa, Texas, New Mexico, Louisiana and Missouri, were and 
are unreasonable in comparison with rates from Kansas City, 
St. Louis, Omaha, Sioux City, St. Paul, Minneapolis, Milwaukee, 
Chicago and other points in the same general territory; and 
that they are unduly preferential of competitors at Kansas City 
and St. Louis and unduly prejudicial to the complainant. 

The Palmolive Co. intervened in support of the complaint. 
The Procter & Gamble Co. and Peet Brothers Co., with plants 
at Kansas City, intervened in opposition to the allegation of 
undue preference of Kansas City. Swift & Co. also intervened, 
but was not represented, Kerwin said, at the hearing. 

The rate bases recommended by him, Kerwin said, were in- 
tended as maxima. That, he said, would enable the carriers to 
avoid fourth section violations near the borders of different 
territory. He said the rates from Burlington to Kansas City 
and St. Louis should be on the basis recommended for Western 
Trunk Line territory. 

As to the Iowa company’s complaint, the examiner said the 
Commission should find: 


(1) That the rates on soap, in carloads, from Burlington to 
destinations in Illinois, Wisconsin, Minnesota, North Dakota, South 
Dakota, Nebraska, that portion of Colorado on and east of the lines 
of the Union Pacific extending from Cheyenne, Wyo., to Denver, 
Denver & Rio Grande Western from Denver through Colorado Springs 
and Pueblo, Colo., to Trinidad, Colo., thence Colorado & Southern, 
and in Missouri north of the Missouri River but including Kansas 
City and St. Louis are and for the future will be unreasonable 
to the extent that they exceed or may exceed fifth-class rates 
based upon 35 per cent of the existing first-class rates; and that 
the rates from Burlington to Milwaukee and Chicago will be unduly 
prejudicial to Burlington and unduly preferential of St. Louis to 
the exent that they will exceed those from St. Louis. 

(2) That the rates on soap, in carloads, from Burlington to 
poem in Montana are not and for the future will not be un- 
reasonable. 


(3) That the rates on soap, in carloads, from Burlington to 
destinations in Kansas and Missouri west of the line described in 
note 2, page 348 of the report in the Consolidated Southwestern Cases, 
are and for the future will be unreasonable to the extent that they 
exceed or may exceed ratés under the bases prescribed therein from 
Quincy via Kansas City or St. Louis, as the case may be, in ac- 
cordance with Appendices 14 and 15 thereto; to destinations in that 
portion of Missouri west of the Missouri Pacific as set out in note 2, 
and to destinations in Arkansas, Oklahoma, Texas, Louisiana west of 
the Mississippi River to the extent that they exceed or may exceed 
tee i al the bases prescribed from Quincy under the said Ap- 
endix 14. 

_ (4) That the rate on soap, in carloads, from Burlington to Clovis, 
N. M., is and for the future will be unreasonable to the extent that 
it exceeds or may exceed the rate from Quincy to destinations in 
group 22 under the basis prescribed in said Appendix 14. 

(5) That the rates on soap, in carloads, from Burlington to 
destinations in Missouri in close proximity to the Arkansas border, 
except the extreme southwestern portion west of the line of the 
Missouri Pacific as set out in note 2, are and for the future will be 
unreasonable to the extent that they exceed or may exceed the 
rates from the same point to destinations in northern Arkansas, as 
herein proposed, properly graded back to such destinations in Mis- 
Souri according to distance. 

(6) That the rates on soap, in carloads, from Burlington to 
destinations in the remaining portions of Missouri south of the 
Missouri River are and for the future will be unreasonable to the 
extent that they exceed or may exceed rates under the joint-line 
Scale in Table 12 of Appendix 8 to the report in the Memphis South- 
Western Investigation, supra, the rates to be based upon the dis- 
tances from Burlington to such destinations. 

,. (7) That the rates on soap, in carloads, from Burlington to des- 
tinations to which the through rates exceeded combinations of rates 
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over the routes of movement, in effect when the shipments were 
made, as set out in Appendix 2 hereto, were unreasonable to the 
extent that they exceeded the lowest of such combination rates 
over the routes of movement; that complainant is entitled to 
reparation, with interest. Complainant should comply with Rule V 
of the Rules of Practice. 


In the Palmolive complaint it was alleged that the rates 
from Milwaukee to destinations in Western Trunk Line terri- 
tory, as named in the.complaint, and to Cairo, Ill., Laramie, 
Hanna, Almy Junction and Hampton, Wyo., Nevada, Carthage 
and Springfield, Mo., located outside of Western Trunk Line, 
were and are unreasonable, unjustly discriminatory, and unduly 
preferential of competitors at Kansas City and Omaha. 

In the Swift & Co. sub-number similar allegations were 
made as to rates from Chicago to destinations in Western Trunk 
Line territory, to Sedalia, Mo., and Cairo, Ill. Modifications of 
that sub-number and interventions in favor of some parts of 
it and in opposition to other parts were made by other soap 
manufacturing companies. 

Western Trunk Line territory, as described by the com- 
plainants for the purpose of these complaints, is within a line 
extending from the Canadian border along the wetsern borders 
of the Dakotas and Nebraska to the Union Pacific at or near 
Pine Bluff, Wyo., thence along the Union Pacific through Chey- 
enne, Wyo., to Denver, Colo., thence Denver & Rio Grande West- 
ern through Pueblo, Colo., to Trinidad, Colo., Colorado & 
Southern to the southern border of Colorado, along that border, 
the southern border of Kansas, and the Kansas-Missouri border 
to and including Kansas City, the Missouri River to and includ- 
ing St. Louis, thence through Peoria, Ill., Chicago and Milwau- 
kee to the Straits of Mackinac. 

As to the Palmolive and Swift Co. complaints, comprising 
the second part of the two-part report, Kerwin said the Com- 
mission should find that: 


(1) That the rates on soap, in carloads, from Chicago to des- 
tinations in western trunk line territory as herein described, ex- 
cept those in Kansas and Illinois, but including Kansas City and 
St. Louis, and from Milwaukee to such destinations in western 
trunk line territory as are included in No. 17742, except those in 
Kansas and Wisconsin, but including Kansas City and St. Louis, 
and to Cairo, Ill, are and for the future will be unreasonable to 
the extent that they exceed or may exceed fifth-class rates based 
upon 35 per cent of the existing first-class rates. : 

(2) That the rates on soap, in carloads, from Chicago to des- 
tinations in Kansas, except on and south of the main line of the 
Santa Fe as hereinbefore mentioned, from Milwaukee to such of 
those destinations as are included in No. 17742, and including destina- 
tions on and south of said line of the Santa Fe, and from Milwaukee 
to Nevada, Carthage, and Springfield, Mo., are and for the future will 
be unreasonable to the extent that they exceed or may exceed rates 
constructed under the bases prescribed in the Consolidated South- 
western Cases from Chicago via Kansas City or St. Louis, as the case 
may be, in accordance with Appendices 14 and 15 thereto. 

Reparation should be denied. 

The findings in the three cases covered by this report should be 
without prejudice to any action which may be taken in Ex Parte 
87, Sub-No. 1, in which the class rates in western trunk line ter- 
ritory are being given consideration; nor to any further action 
which may be taken in Consolidated Southwestern Cases. Where 
rates herein proposed are to be constructed wholly or in part upon 
the bases or under the scales prescribed in those cases it is to be 
understood that the proposed rates are to be based to that extent 
upon 35 per cent of the first-class rates and differentials found rea- 
sonable therein. 

Where rates under the proposed findings are to be based upon 
distance the shortest routes over which carload traffic can be moved 
without transfer of lading should be used. The distances shown herein 
were taken from the record, and have been used merely as illustra- 
tions. 


EXTRA BEDDING ADVANCES 


Attorney-Examiner Alfred G. Hagerty has proposed the 
dismissal of No. 19198, Chicago Live Stock Exchange vs. Penn- 
sylvania, on a finding that the moneys collected by the carrier 
to reimburse .itself for amounts paid out as advances, at the 
request of shippers, in the purchase of extra bedding, and the 
placing of such extra bedding into cars for the transportation 
of live stock, are not charges of the nature which are required 
to be published and filed within the meaning of section 6 of 
the interstate commerce act. An additional. finding recom- 
mended by him is that charges collected by the Pennsylvania 
in accordance with the provisions of its applicable tariffs for 
suitably bedding cars used for the transportation of live stock 
have not been shown to have been unreasonable or otherwise 
unlawful. 

In substance the recommendation of the examiner is that 
when the Pennsylvania, at the request of the consignors, bought 
extra bedding, it was not performing a common carrier duty, 
but accommodating them, and therefore it was not required 
to set forth in its tariffs the amount of the charges for such 
extra bedding or the fact that it would, at the request of the 
shipper, procure such bedding and collect either from the con- 
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signor or the consignee. He said that if the Pennsylvania had 
not collected the money it had paid out for extra bedding, it 
would have made the equivalent of a gift to the consignors 
tantamount to an unlawful reduction in the transportation 
charges applicable under the established tariffs. 

The complaint alleged that between December 12, 1924, and 
March 16, 1925, a number of consignments of hogs, in douhle- 
deck cars,. were shipped from Chicago, IIl., to Pittsburgh; that 
the consignors when ordering the cars also ordered them bedded 
with “material they thought was suitable bedding; that the 
defendant or its agent did bed the cars and assessed charges 
therefor on the basis of $3.50 per car; that the charges so as- 
sessed and collected were unreasonable, unjustly discriminatory, 
unduly preferential, and illegal, in violation of sections 1, 2, 3 
and 6, to the extent they exceeded $1.50 per car; that the 
latter was the only lawfully published and established charge 
and that the Pennsylvania had overcharged the complainants 
$230 for the bedding furnished. 

The Pennsylvania noted an exception, questioning the right 
of the exchange to bring the complaint, inasmuch as there was 
not a showing that it had authority from the consignees who 
paid the bedding charges’ bill to make the claim. Hagerty said 
an opportunity was given at the hearing to cure that defect, but 
that it was not done. However, he said, the Commission could 
dispose of the matter without dismissing the complaint on that 
ground. He suggested that if it did that the complaint could 
be filed again and the whole matter gone over de novo at 
unnecessary procedure, merely as a matter of form. 

Shipping papers showede that the consignors had authorized 
and requested the carrier to purchase extra bedding. Hagerty 
called attention to the variance which he said was material, 
between the facts alleged in the complaint and the proof. He 
said the proof showed that the consignors, for whom the stock 
exchange was acting, “authorized” and “requested” the de- 
fendant to “purchase” the “extra bedding” in specified quantities 
and specified kind, and, coupled with those requests, the 
declaration that the purchase price of the bedding was “to be 
paid by the consignee at destination.” 

Hagerty said that clearly the requests and declaration had 
no relation to or connection with a common carrier duty, im- 
posed by law, which is to furnish suitable equipment; nor any 
relation to or bearing upon charges for “suitable bedding.” 

The charge for bedding, published in the tariffs, when it 
was furnished by the carrier was $1.50 per double-deck car. In 
the case of these shipments $2 was charged for the extra bed- 
ding which Hagerty said had been authorized and requested 
by the consignors. He pointed out that carriers performed other 
than common carrier services for shippers and collected the 
money for such services, without publishing anything about 
them in their tariffs. Failure to collect for such services, he 
indicated, would be a concession from the published rates. He 
said that if it were contended that the statute forbade the 
purchase of extra bedding, without the filing of tariffs therefor, 
then both the defendant and the consignors violated the law, 
because the consignors would have no more right under the 
law to request and accept such services than the defendant 
would have to furnish them. The carriers, he said, could not 
advance such charges, and observe the law, unless they were 
reimbursed by the shippers for whom such advances were made. 

The findings recommended by him, Hagerty said, should be 
without prejudice, to such showing as might be made in in- 
stances where extra bedding was not actually furnished at the 
consignor’s request and charges nevertheless were assessed 
and collected in excess of the applicable tariff rates. 

Further, Hagerty said, the conclusions here reached were not 
in conflict with the report in Bedding Charges for Live Stock, 128 
I. C. C. 167. He said the complaint here under consideration 
did not raise issue in reference to the reasonableness, from 
the standpoint of sufficiency or insufficiency, of the bedding 
furnished by the carrier in discharge of its common carrier duty. 


IRON AND STEEL FABRICATION 


Examiner Frank C. Weems, in No. 18864, Maloney Tank 
Manufacturing Co. et al. vs. Atchison, Topeka & Santa Fe et al., 
has recommended the establishment of through routes and joint 
rates, on iron and steel, with fabrication in transit at Tulsa, 
Okla., from steel producing points to destination chiefly in the 
territory of the Santa Fe around Artesia, N. M., and the pan- 
handle of Texas, which the Santa Fe claims would short haul 
it in violation of section 15. 

In view of the injunction against the enforcement of the 
Commission’s order in Fort Smith, Subiaco & Rock Island vs. 
A. & V., 107 I. C. C. 523, which he says is being appealed to the 
Supreme Court of the United States, he recommends that final 
report in this case be withheld pending decision by the higher 
court. The short hauling questions raised in that case, which 
he calls the Fort Smith case, he thinks are also involved in this 
case, hence his recommendation on that point. 

Complainants are four corporations and one individual, 
fabricating, at Tulsa, various steel parts of structures or articles, 
such as derricks and oil tanks used in the drilling of wells and 
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the production of petroleum. They allege that rates on stee] 
articles originating at St. Louis, or related points, including 
points in the Chicago iron and steel district, and in central terri. 
tory, fabricated at Tulsa and forwarded to points chiefly in the 
oil fields in the panhandle of Texas, and in New Mexico, on the 
Panhandle & Santa Fe, or on the Santa Fe itself, are unreason. 
abe, unjustly discriminatory and unduly prejudicial. 

The Commission was asked to prescribe through routes and 
reasonable joint rates over routes embracing the lines of the 
Frisco and the M-K-T from St. Louis, in connection with the 
Santa Fe, via Oklahoma junctions, Avard as to the Frisco and 
Yale as to the M-K-T. 

Tulsa is at the end of the Santa Fe line extending from 
Kansas to Okahoma. It is also reached by the Frisco, Midland 
Valley and Katy. At present, the examiner said, joint rates on 
iron and steel articles were maintained from the origin territory 
over various routes to points in the general destination terri- 
tory, but not over the routes through Tulsa, except under the 
condition that there may be transit at Tulsa when the movement 
into and out of Tulsa is over the Santa Fe. On such transit 
as is allowed which involves a back-haul over its rails the Santa 
Fe charges 5 cents for a haul of about 227 miles, traffic to be 
delivered to the Santa Fe at Missouri River gateways, from 
Chicago and the east. 

Joint rates are also maintained in connection with the Katy 
from St. Louis to Kansas City. Its back-haul charge on much 
of the traffic is 15 cents. 

None of the raw material, the examiner said, originated on 
the Santa Fe, its rails to Chicago not reaching the steel plants, 

Weems said that the Santa Fe, which he called the chief 
defendant, apparently alone opposed the establishing over the 
routes sought the existing through rate maintained over other 
routes that generally afforded the Santa Fe a haul no shorter 
than from the Missouri River gateways. The Katy, he said, was 
the only other defendant represented at the hearing. Its evi- 
dence, he said, concerned mainly asserted justification of its out- 
of-line charges over its route from St. Louis to Kansas City. 
The Santa Fe, he said, contended that movement over the route 
sought would lessen its haul on this traffic, and that prescrip- 
tion of the routes, as to its line, would result in such short- 
hauling as was within the inhibition of section 15. 

The Santa Fe also said that it “pioneered” the destination 
territory to which there is a substantial traffic and that it should 
not be deprived of traffic to that territory. 

Weems said the Commission should dispose of the case by 
finding: 


1. That the rates assailed over routes embracing the line of the 
Missouri-Kansas-Texas Railroad from St. Louis to Kansas City with 
transit at Tulsa, Okla., and out-of-line charge of 15 cents per 100 
pounds, and over routes embracing the line of the Atchison, Topeka 
& Santa Fe Railway from Kansas City, Mo., to Tulsa with transit 
thereat and out-of-line charge of 5 cents per 100 pounds are not 
unreasonable or unduly prejudicial. 

2. That through routes and joint rates prayed for in the com- 
plainant except over routes embracing the line of the Missouri-Kansas- 
Texas Railroad from St. Louis, Mo., to Yale, Okla., are desirable in 
the public interest; and that defendants failure or refusal to main- 
tain joint rates over routes embracing the line of the St. Louis-San 
Francisco Railroad from St. Louis to Avard, herein found desirable, 
with transit at Tulsa, Okla., the same as are contemporaneously main- 
tained on like traffic over routes embracing the line of the Atchison, 
Topeka & Santa Fe Railway from Kansas City, Mo., with transit 
thereat or at Iola, Kans., without charge for out-of-line haul, is 
unreasonable and unduly prejudicial. 

Although the evidence does not warrant a finding that the route 
sought over the Missouri-Kansas-Texas Railroad from St. Louis to 
Yale is necessary or desirable in the public interest, nothing in the 
findings herein proposed precludes voluntary establishment of through 
routes and joint rates over that route. 

In view of the issuance of the injunction by the Federal district 
court against enforcement of the Commission’s order in the Fort 
Smith case, it is recommended that final report herein be withheld 
pending decision by the higher court to which the decision of the 
lower court will be appealed. 


CEMENT TO MISSISSIPPI VALLEY 


A readjustment of rates on portland cement, from produc- 
ing points east and west of the Mississippi which shall disregard 
the Mississippi River as a rate-controlling factor even to the 
extent of not allowing anything for the crossing of that stream, 
has been proposed by Examiner John T. Money in No. 16845, 
Iola Cement Mills Traffic Association et al. vs. Alabama & 
Vicksburg et al., seven sub-numbers thereunder, No. 16998, Okla- 
homa Portland Cement Co. vs. Same, and Leland’s fourth section 
applications Nos. 462, 638 and 12050. 

Money proposes that the Commission establish rates, in 
place of those found unreasonable and unduly prejudicial, from 
points in the Kansas Gas Belt, Ada, Okla., Harry’s and Houston 
(Manchester), Tex., Hannibal (Ilasco), Mo., Birmingham and 
North Birmingham, Spocari and Ragland, Ala., Portland, Ga., 
Chattanooga, Nashville, and Richard City, Tenn., Marquette, 
Mo., and Cosmosdale, Ky., to destinations in Louisiana, Arkansas, 
Mississippi and Tennessee on the basis of the scale prescribed 
in Iola Cement Mills Traffic Association vs. A. W., 87 I. C. C. 
— called by him the Oklahoma case, and intrastate in Lou- 
isiana. 


Carriers and complainants suggested rates and bases of 
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rates which Money discussed at length in the light of other 
cases in the course of his traveling to the conclusion that the 
scale in the Oklahoma case should be used in making rates, 
poth east and west of the Mississippi River, based on actual 
distance, calculated in accordance with formula set forth by 
him. The findings recommended by Money and the explanations 
needed for their illumination are as follows: 


It is recommended that no arbitraries be authorized for the 
Mississippi River crossings, and the Commission should require that 
the rates from and to the territory on each side of the Mississippi 
River be based on the actual distances calculated in accordance with 
the formula herein suggested for application in Louisiana and Ark- 
ansas west of the Mississippi River. 

Defendants also urge that if a distance basis of rates is pre- 
scribed throughout the territory under consideration, arbitraries 
should be added where the rates are based on distances over certain 
short independent so-called weak or relief lines. There are many in- 
dependent so-called weak or relief lines in other portions of the 
western trunk line and southwestern territories, where the cement 
rates are on a distance basis, and such weak lines were not given 
any different basis of rates than that prescribed for the standard 
lines. No sufficient reason appears in this proceeding why the weak 
lines in Arkansas and Louisiana are more entitled to arbitraries 
in addition to the scale herein proposed as reasonable than similar 
lines in Oklahoma, Texas and western trunk line territory, and it 
is recommended that the scale herein proposed as reasonable be 
applied over all lines in the destination territory. 

The scale herein proposed as reasonable should be applied from 
all producing points of complainants and interveners, to all points 
in Arkansas and Louisiana and from Ada to points in Tennessee and 
Mississippi subject to the following grouping: from the Kansas gas 
belt the rates should be based on the distance from Chanute; from 
Sugar Creek and Bonner Springs on the distance from Kansas City; 
from Continental and Prospect Hill on the distance from St. Louis; 
from Birmingham, North Birmingham, Leeds, Ragland and Phoenix- 
ville, Ala., on the distance from Birmingham; from Richard City 
and Chattanooga on the distance from Chattanooga; from Rockmart 
and Portland on the average distance from such points; from Eagle 
Ford and Harrys on the average distance from such points. The rates 
from all other points of production should be based on the distance 
from the station nearest the mill upon the line from which the traffic 
moves from the mill, and in all instances the distances should include 
the hauls over switching lines within the switching districts at points 
of origin, but such switching lines not performing a line haul serv- 
ice should not be counted as lines in determining the short-line routes. 

The Commission should find that the rates on cement, in car- 
loads, from points in the Kansas gas belt, including Dewey, Okla., 
from Ada, Okla., Hannibal, llasco and Marquette, Mo., Birmingham, 
North Birmingham, Ragland and Spocari, Ala., Portland, Ga., Chat- 
tanooga, Nashville and Richard City, Tenn., Kosmosdale, Ky., Harrys 
and Houston (Manchester), Texas, to points in Louisiana and Ark- 
ansas, and points in Tennessee and Mississippi adjacent to the 
Mississippi River, and from Ada to points in Tennessee and Mis- 
sissippi are, and for the future will be, unreasonable to the extent 
they exceed or may exceed the scale III distance rates set forth at 
page 466 of the Oklahoma Case, supra. 

The Commission should further find that the circumstances and 
conditions surrounding the transportation of cement, interstate and 
intrastate within Louisiana and from the producing points enumer- 
ated in the preceding paragraph to points in that state, are sub- 
stantially similar. 

The Commission should further find that the rates assailed and 
the minimum weights applicable thereto are, and for the future will 
be, unduly prejudicial to the points named in the second preceding 
paragraph and shippers therefrom, and interstate traffic and unduly 
preferential of New Orleans and shippers therefrom, and of intra- 
state traffic in Louisiana, to the extent that the rates and minimum 
weights from the points named in the next preceding paragraph ex- 
ceed or may exceed the corresponding rates and minimum weights 
contemporaneously maintained for like distances upon intrastate traffic 
from New Orleans to points in Louisiana, and that any greater dif- 
ference or disparity in the rates from the points named in the second 
preceding paragraph, on the one hand, and New Orleans, on the 
other hand, results, and would result in unjust discrimination against 
interstate traffic from the producing points named in the second 
preceding paragraph. This finding is subject to the grouping of cer- 
tain mills as provided for herein. 

The Commission should further find that in applying the rates 
suggested as reasonable herein, distances should be computed over 
the shortest possible routes embracing as a maximum the lines or 
parts of lines of not more than three carriers via existing connec- 
tions for the interchange of carload traffic subject, however, to the 
basis for four and five line hauls and for 25 mile destination blocks 
and basing points set forth at pages 470 and 471 of the Oklahoma 
case, supra. 

The rates from Mobile to points in Alabama are before the Com- 
mission in the Southern Cement Cases, pending, and it would seem to 
be unnecessary to consider such rates herein. 

In the various cases prescribing bases of rates on cement through- 
out central territory, western trunk line territory, and in Oklahoma 
and Texas, the carriers have been given authority under the fourth 
section to meet at competitive points via circuitous lines, the rates 
of the short lines, and observe the scales at intermediate points. 
The carriers operating circuitous routes from the various producing 
points at which complainants and interveners are located to points in 
the destination territory, should be accorded like relief in this pro- 
ceeding, and all other fourth section relief should be denied. 


BURLAP BAG RATE PROPOSED 


In No. 19446, International Vegetable Oil Co. vs. Eastern 
Steamship Lines, Inc., et al., Examiner Philip S. Peyser has 
recommended that the Commission find unreasonable a sixth 
class rate of 51.5 cents on burlap bags, from Brooklyn, N. Y., to 
Raleigh, N. C., to the extent it exceeded, exceeds or may exceed 
——— award reparation and order the 44 cent rate estab- 
shed. 


MOLDING SAND RATES 
Examiner Philip S. Peyser has recommended the dismissal 
of No. 19417, T. B. Baker, doing business as Silica Mining Co. vs. 
Illinois Central et al., on a finding that the rates on molding 
sand, from Leedy, Miss., to Indianapolis and Noblesville, Ind., 
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Chicago and Abingdon, IIll., and Milwaukee, Wis., are not un- 
reasonable or otherwise unlawful. 


TAR RATE UNREASONABLE 


Examiner T. K. Carpenter, in No. 19542, Barrett Co. vs. Balti- 
more & Ohio et al., has recommended that the Commission find 
unreasonable a rate of 13 cents, sixth class, on water gas tar 
and petroleum tar, carloads, from Georgetown, D. C., to Gwynn’s 
Run, Md., unreasonable to the extent it exceeded, exceeds or may 
exceed 9.5 cents, award reparation and prescribe th 9.5 cent 
rate for the future. 





COMBINATIONS ON LUMBER 


In No. 19179, Standard Hardwood Lumber Co. vs. Boston & 
Maine et al., Examiner Lewis L. Prout said the Commission 
should find the rates charged on lumber, between March 19, 
1923, and May 22, 1926, from points in Arkansas, Georgia, Ala- 
bama and Virginia, to destinations in Official Classification terri- 
tory inapplicable to the extent they exceeded the combinations 
on Chattanooga, Tenn., treated by the rule for making rates by 
combination, and award reparation to that basis. 


GENERAL REVISION REPARATION 


Attorney-Examiner W. A. Disque, in No. 17866, Apache Pow- 
der Co. vs. Santa Fe et al., has written one of the shortest 
proposed reports on record. It consists, other than the lines 
used in stating the title, giving the names of the attorneys, and 
describing the nature of the document, of four lines of head 
notes and thirteen lines of text, the latter as follows: 


In our original report in this and another case, Arizona Corpora- 
tion Commission vs. A. E. R. R. Co., 113 I. C. C. 52, now pending 
on reargument, we prescribed for the future a scale of reasonable 
class rates for general application between points in Arizona, on 
the one hand, and points in California and New Mexico and El Paso, 
Tex., on the other. No reparation was awarded, but the instant case, 
embracing only rates between Curtiss, Ariz., and San Francisco, 
Los Angeles and San Diego, Calif., and points grouped therewith, 
= held open for a hearing on that question, which has now been 
ad. 

It develops that the prescribed scale would result in both in- 
creases and reductions. Following the course usually pursued in such 
circumstances reparation is denied. 


IRON AND STEEL TANK RATES 


Examiner John T. Money, in No. 19366, Magnolia Petroleum 
Co. vs. Atchison, Topeka & Santa Fe et al., has recommended 
that the Commission find unreasonable the fifth class rates on 
iron and steel tanks, knocked down, in carloads, from Wewoka, 
Cement and Gladney, Okla., to various destinations in Arkansas 
and Louisiana to the extent that they exceeded those which 
would apply under the scale prescribed in Consolidated South- 
western Cases, 123 I. C. C. 208, based on the distances over the 
routes of movement. He said reparation should be awarded. 
The tanks were second-hand material being moved from one oil 
operation to another in 1925 and 1926. The report also covers 
a sub-number, Magnolia Pipe Line Co. vs. Same. 


HAY INSPECTION CHARGES 


In a report on further hearing in No. 16821, Henry W. 
Brown & Co. vs. Erie Railroad Co., Examiner E. P. Hurley has 
recommended the reversal of the former report, 109 I. C. C. 109, 
in so far as the finding of unreasonableness is concerned. In 
the former report division 3 found the charges of $3 before and 
$2.70 per car after July 1, 1922, on hay inspected on the Cincin- 
nati Grain & Hay Exchange plug track, and reforwarded to 
interstate destinations applicable and not unreasonable. Hurley 
says the charges should be found applicable, as in the former 
report but unreasonable. He said that obviously the so-called 
inspection charge assessed in this case covered no more than 
the setting out of the cars on the complainant’s track. It was 
claimed that the plug track constituted the carrier’s hold track. 
Hurley found the carriers had no hold tracks and that when a 
car was set on the track in question and the charges paid the 
transportation was completed, even if the cars were not 
physically unloaded before being sent to other points. He said 
the inspection was conducted by the complainants on their own 
track after the transportation contract with the Erie had been 
completed. 


RATES ON TRACTORS, ETC. 


Examiner Harris Fleming, in No. 18962, Phoenix Construc- 
tion Co., Inc., et al. vs. Beaumont, Sour Lake & Western et al., 
said the Commission should find the rates charged on tractors 
and other commodities, including asphalt kettles, contractors’ 
outfits and machinery, after October 6, 1924, from and to various 
points in the southwest, were unreasonable to the extent they 
exceeded the aggregate of intermediates and award reparation. 
Otherwise, he said, the rates should be found not unreasonable. 
There was a prayer for rates for the future, except as to those 
on horses and mules, which were included among the other com- 
modities. Consideration of the issue about future rates, Fleming 
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said, was unnecessary in view of the decision in Consolidated 
Southwestern Cases, 123 I. C. C. 203. 





WROUGHT IRON PIPE RATE CASE. 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Albert A. Mattson, in No. 
19193, Louisiana Iron & Supply Co. vs. Texas & Pacific et al., 
as to the rate imposed on wrought iron pipe, shipped from 
Ranger, Tex., to El Dorado, Ark., in 1924 and 1925. He said the 
Commission should find the rate of 61 cents was unreasonable 
to the extent it exceeded 53 cents, the rate that will become 


applicable as a result of the Consolidated Southwestern Cases, 
123 I. C. C. 208. 


PIEDMONT & NORTHERN EXTENSIONS 


Denial of certificates permitting the construction of two 
extensions of the Piedmont & Northern, aggregating 128 miles, 
as recommended by Examiner Haskell C. Davis, in finance docket 
No. 6208 (see Traffic World, October 7), is based on the asser- 
tion that existing lines are sufficient to give the service re- 
quired. A further ground is that their construction would tend 
to diminish the usefulness of the connection to be built between 
the Louisville & Nashville and the Carolina, Clinchfield & Ohio 
and postpone carrying out the ultimate plan for that connection 
which would effect a further reduction of 52 miles in the L. & N.- 
Clinchfield route. The connection, Davis said, had more value 
to the system of through transportation than anything that could 
be accomplished by the proposed extensions. He said the con- 
struction of the applicant’s railroad and the projected extensions 
presented a rather extraordinary case of paralleling an existing 
line, namely, the Southern, the distance between them, in many 
instances, being only about half a mile and at the most not more 
than five miles. 

In addition to that paralleling, Davis said, the competitive 
nature of the enterprise was aggravated by the association with 
large interests which had the power to control or influence traffic 
on grounds other than transportation service. 

That reference to association was to the Duke interest, 
which has large holdings in tobacco companies, power and 
textile companies, as well as the street railroads in several of 
the cities in the Piedmont region of the two Carolinas. 

One extension was to be from Spartanburg, S. C., to Gas- 
tonia, N. C., a distance of 53 miles. The other was to be from 


Charlotte to Winston-Salem, N. C., a distance of about 75 miles.. 


The Piedmont & Northern, the report says, is the equal, in a 
physical sense, of the main line of the Southern and the exten- 
sions were to be of the same character; that the present line’s 
freight business greatly overshadows its passenger business, and 
that the traffic of the proposed extensions would be of like 
character. 

The applicant claimed that the proposed construction would 
complete its railroad, the building of which was begun before 
the passage of the legislation giving the Commission power over 
proposed construction, and that the plan formed before the 
enactment of that legislation had been carried forward with 
reasonable diligence since then, although interrupted by the war 
and the post-war financial conditions. It further contended, all 
on the question of the Commission’s jurisdiction over the ap- 
plicant, that the proposed lines would form parts of an electric 
interurban railway and not a part or parts of a general steam 
railroad system. 

One of the lines was to connect with a northward extension 
of the Georgia & Florida to Greenwood, S. C., and form a through 
route from the Piedmont region to Florida. William G. McAdoo 
was one of the attorneys in the case on account of the interest 
of the Georgia & Florida in that proposed connection. Examiner 
Davis said the Georgia & Florida had obtained permission to 
construct new lines without saying it intended to connect with 
the proposed extension of the Piedmont & Northern. 

The applicant had the support of the governors of the two 
Carolinas, the utility commissions of those states, of various 
municipal, civil and trade organizations and many individual 
shippers. No opposition was voiced, said Davis, except by .the 
carrieres now serving the territory. The Southern, Atlantic 
Coast Line, Seaboard, Carolina, Clinchfield & Ohio, Louisville 
& Nashville and the Charleston & Western Carolina intervened 
in opposition to the applicant’s plan, said Davis. The Georgia 
& Florida, he said, intervened in support of the plan. The ob- 
jecting railroads, Davis said, contended that the existing rail- 
roads provided good and sufficient service and had a present 
capacity much in excess of the needs of the region. In disposing 
of the case, Davis said: 


The proposed lines would closely parallel existing railways through- 
out their entire length. They would touch no local point of importance 
not served by existing lines, and the territory to which they would 
bring rail transportation closer is very small and of limited possi- 
bilities in agriculture. The territory to be traversed has excellent 
highways. There is bus and truck service on highways that closely 
parallel the proposed route. The railways have good and prompt 
service to all points that could be reached by the proposed lines and 
their connections. Some defects are shown in the less-than-carload 
service of the Southern in this territory, but they are not inherent in 
the physical property and should be removed, or at least diminished, 
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by administrative measures which are being taken. The existing 
lines have a present developed capacity in excess of present traf- 
fic requirements, and a much greater potential capacity. The through 
routes proposed in connection with the applicant’s extended line are 
generally longer than existing routes, so far as the record permits 
comparison, and are not shown to have substantial advantage in 
other respects, or any economy in the cost of transportation. They 
would no doubt tend to strengthen the G. & F., which carrier, how- 
ever, has obtained permission to extend its line without mentioning 
these proposed extensions as necessary to its success. 

They would also tend to diminish the usefulness of the connec- 
tion which is to be built between the L. & N. and the Clinchfield, 
and to postpone carrying out the ultimate plan for that connection, 
which would effect a further reduction of 52 miles in the L. & N.- 
Clinchfield route. This enterprise has more value to the system of 
through transportation than anything that could be accomplished by 
the proposed extensions. The proposed lines would not earn a reve- 
nue sufficient to justify their construction, if it were not to be 
diverted from existing lines, particularly from the Southern, which 
they would closely parallel. They would owe this revenue in part 
to the power of the applicant to control traffic of companies owned 
by the same interests, and in some degree to the power of those 
interests to influence the routing of traffic other than their own. There 
would no doubt be some benefit to the region immediately served, 
notwithstanding some impairment that would be likely to result, tem- 
porarily at least, in the service of existing lines. These benefits would 
be largely of a competitive nature, that is at the expense of other 
localities, and could probably be urged in favor of duplicating most of 
the railway lines in the United States. Competition reasonably neces- 
sary should be provided without extensive duplication. The con- 
struction of the applicant’s railroad and of its proposed and projected 
extensions present a rather extraordinary case of paralleling an 
existing line. The presumption against such paralleling as is now pro- 
posed can not be overcome by such evidence as is here presented. The 
investment proposed would not be justified by the net addition to 
the railway revenues of the country. The competitive nature of the 
enterprise is aggravated by the association of the applicant with large 
interests which have the power to control or influence much traffic 
on other grounds than transportation service. There would be some 
advantage, both to the applicant and to the communities served, in 
joining applicant’s two existing lines. Only a small part of the 
traffic handled on either is or would be destined to points on the 
other. They are being operated successfully, and the evidence pre- 
sented does not justify further paralleling the Southern closely for 
a distance of 53 miles. ews 

Upon the facts presented the Commission should find that the 
construction of the lines proposed would result in an unwarranted 
duplication of existing railways; would impair their facilities by di- 
verting their traffic; would not open any through routes that are not 
now ayailable; would perform no transportation service of importance 
that can not be performed by existing lines; and is not required by 
the present or future public convenience and necessity. 


PERE MARQUETTE STOCK DIVIDEND 


In a report by division 4 in finance No. 6363, proposed stock 
issue by Pere Marquette Railway, the Commission has denied 
the application for authority to issue $9,009,200 of common stock 
for distribution as a stock dividend. It held that the issue was 
not necessary nor appropriate or compatible with the public 
interest. 

The Commission said it appeared that the surplus of the 
applicant that was represented by capitalizable assets was 
$6,844,561.31. Considering the financial structure of the ap- 
plicant and the purposes for which surplus should be accumu- 
lated, said the Commission, the amount of invested surplus was 
insufficient to justify distributing all or any part of it to stock- 
holders as a stock dividend. It said that, as the proposed issue 
would result in the capital liabilities exceeding the capitalizable 
assets, the granting of authority to issue a stock dividend prior 
to the finding of the final valuation of the properties would not 
appear to be compatible with the public interest. 


CHICAGO JUNCTION CASE 


The Commission, on petition of the Chicago Junction Rail- 
way Co., the Chicago River and Indiana, and the New York 
Central, has reopened Finance No. 1165, the Chicago Junction 
case, for further hearing on an application for modification of 
the report and order issued May 16, 1922. The further hear- 
ing is to be solely to receive evidence as to whether the re- 
port and order mentioned should be amended by striking out 
condition 14 and inserting in lieu thereof a finding that the 
annual rental under the terms of the indenture of lease of May 
19, 1922, to be paid by the Chicago River and Indiana to the 
Chicago Junction Railway is just and reasonable. The further 
hearing is to be held at a time and place to be fixed. 

The condition which it is proposed shall be stricken from 
the report and order is to the effect that the approval of the 
purchase price paid by the New York Central for the Chicago 
River and Indiana nor of the leasing of the latter of the proper- 
ties of the Junction road shall be taken as establishing or tending 
to establish the fair value of the properties in any other proceed- 
ing or construed as a finding that the annual rental to be paid 
by the Chicago River and Indiana for the lease of the Junc- 
tion properties is just and reasonable. 





FINANCE APPLICATIONS 


Finance No. 6558. The Mountain States Telephone & Telegraph Co. 
and the Nara Visa Telephone Co. ask approval of acquisition by the 
former of the properties of the latter in Texas and New Mexico. 

Finance No. 6559. The Mountain States Telephone & Telegraph 
Co., and F. H. Clark et al., ask approval of acquisition by the former 
of the properties of the latter in Texas and New Mexico. 

Finance No. 6560. The Chicago, Rock Island & Pacific asks au- 
thority to construct and operate an extension of its existing line from 
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Bouieas Okla., in a southerly direction about ten miles, to serve an 
oil field. 

Finance No. 3031. Sub. 1. Sir Henry Thornton asks authority to 
hold the position of director and/or officer of the Muskegon Railway 
& Navigation Co. 

Finance No. 6551. Receivers of the Gainesville & Northwestern 
Railroad Co. ask authority to abandon tracks between Helen and 
Robertstown, Ga., and to discontinue the agency at Robertstown. 
About one and one-half miles of track are involved. The receivers 
said there were two trestles between the points named that were 
in an unsafe condition and that $7,500 would be required to make them 
safe. They said they did not have funds for that purpose. 

Finance No. 6553. Seaboard-All Florida Railway asks authority 
to issue jointly with East & West Coast Railway and Florida West- 
ern & Northern $1,000,000 of Seaboard-All Florida first mortgage 6 
per cent series A gold bonds; to issue jointly with the same carriers 
$3,502,000 of similar bonds, series B; to deliver_the bonds to the 
Seaboard Air Line; and to issue in respect of Florida Western & 
Northern jointly with the East & West Coast and the Florida West- 
ern & Northern $1,027,000 of Seaboard-All Florida first mortgage 6 
per cent bonds, series B, and _ deliver them to the Seaboard Air Line. 
In finance Nos. 6554, and 6555, each of the other companies involved 
ask authority to join in the issuing of the bonds and in finance No. 
6556 the Seaboard asks authority to guarantee the issues. 

Finance No. 6552. The Santa Fe asks authority to acquire and 
operate an extension in Colfax county, N. M., from Blossburg to 
Brilliant, a distance of about 4 miles, heretofore operated by the ap- 
plicant under lease. 


UNCONTESTED FINANCE CASES 


Finance No. 6539. W. H. Bremner, receiver of the Minneapolis 
& St. Louis, authorized to issue $500,000 of receiver’s certificates in 
renewal of outstanding certificates. 

Finance No. 6451. International-Great Northern authorized to 
procure authentication and delivery of $1,575,000 of first mortgage 5 
per cent gold bonds and to pledge them for short term notes. Applica- 
tion in so far as it sought authority to issue bonds in excess of 
amount authorized dismissed. 

Finance No. 6426. Louisville & Nashville authorized to acquire 
and operate the line of railroad of the Kentenia-Catron Corporation 
in Harlan county, Ky., a total of 8.42 miles. 

Finance No. 6402. Central Pacific and Southern Pacific Co., 
lessee, authorized to abandon approximately 20 miles of line in Sis- 
kiyou county, Calif., from Weed to Grass Lake. 

Finance No. 6501. Huntington & Broad Top Mountain Railroad & 
Coal Co. authorized to issue $49,534.83 of promissory notes in lieu of 
a like amount of notes issued without authorization in connection with 
acquisition of equipment. 

Finance No. 6527. Seaboard Air Line authorized to assume obliga- 
tion and liability as guarantor in respect of $925,000 of Baltimore 
Steam Packet Co. 5 per cent gold notes. 


SUSPENDED TARIFFS 


In I. and S. No. 2993, the Commission has suspended from 
October 12, until May 12, schedules as published in Chicago, 
Burlington & Quincy I. C. C. No. 16904. The suspended sched- 
ules propose to cancel the less-than-carload commodity rate on 
eges from Hutchison, Minn., to Chicago, Ill., and to apply 
higher class rates in lieu thereof. The following is illustrative: 


Eggs, less-than-carloads, rates in cents per 100 pounds, from 
Hutchison, Minn., to Chicago, Ill. Present commodity rate 90; pro- 
posed second class rate 96. 


In I. and S. No. 2990, the Commission has suspended from 
October 10 until May 10 schedules as published in Southwest 
Missouri’s tariff I. C. C. No. 22. The suspended schedules pro- 
pose to establish provisions whereby the Southwest Missouri 
would absorb the cost of drayage on ore and concentrates, lead 
or zinc, from the end of turn-around service (one-fourth of a 
mile from the ore bins) in the Picher district of northeastern 
Oklahoma and southeastern Kansas to specified loading stations 
on the Southwest Missouri. 

In I. and S. No. 2991, the Commission has suspended from 
October 10 until May 10 schedules as published in the following 
tariffs: Fifteenth revised page 225 to Southern Pacific (Pacific 
Lines) tariff I. C. C. No. 4421; ninth revised page 279 to the 
Western Pacific tariff I. C. C. No. 260; supplements Nos. 4, 5 and 
6 to Agent F. W. Gomph’s tariff I. C. C. No. 866. The suspended 
schedules propose to establish a reduced rate of 9 cents per 
100 pounds on tin plate, carloads, from San Francisco Bay 
points to Sacramento, Calif., in lieu of the present class rate of 
18% cents. 

In I. and S. No. 2992 the Commission has suspended, from 
October 12, until May 12, schedules as published in supplement 
No. 21 to Missouri Pacific I. C. C. No. A6792 and in supplement 
No. 2 to St. Louis Southwestern I. C. C. No. 4336. The sus- 
pended schedules propose to increase the reciprocal switching 
charges at Little Rock and North Little Rock, Ark., from charges 
ranging from $2.25 to $4.50 per car to a uniform charge of $7 
per car, 

HARD COAL RATES AND DIVISIONS 

_ The Commission has issued supplemental order No. 27 in 
No. 15006, its anthracite inquiry, modifying its supplemental 
order No. 24, the latter dated September 14 last, upon the peti- 
tion of the Lehigh & New England, West Shore and the New 
York Central, to which the Delaware & Hudson made reply, so 
as to make it read that the carriers concerned are ordered to 
establish rates as follows: 


Prepared sizes of anthracite coal larger than pea size, in car- 
Ss, to Albany, Troy, Mechanicville, Utica, Syracuse, Geneva, Hor- 
| and other points taking the same rates on prepared sizes larger 
an pea size over one or more routes, rates (a) of $2.65 per ton of 


load 
nell, 
th 


THE TRAFFIC WORLD 845 





2,240 pounds from all points in the Wyoming region in Pennsylvania 
on the line of each respondent carrier serving that region, except the 
Central Railroad Company of New Jersey, the Lehigh Valley Rail- 
road Company, and the Pennsylvania Railroad Company, over all 
single-line routes, and also over the shortest tariff route to each 
destination, determined by averaging the distances from all mines 
in the Wyoming region on each carrier to each destination; and (b) 
of $2.88 per ton of 2,240 pounds from all points in the Wyoming, 
Lehigh, and Schuylkill regions in Pennsylvania on the line of each 
carrier serving any of those regions, over all routes over which a 
rate of $2.88 per ton of 2,240 pounds is proposed by respondents in 
the schedules under suspension in Investigation and Suspension Docket 
No. 2637, Anthracite Coal, Pennsylvania to New Jersey, New York, 
and Pennsylvania consolidated herewith, other than those routes over 
which a rate lower than $2.88 will apply under the foregoing para- 
graph (a) or under the commission’s order entered as of this date 
in Investigation and Suspension Docket No. 2637, supra, except that 
a rate of $2.65 per ton of 2,240 pounds may be applied to Albany, 
N. Y., and points in the so-called Capitol district from all mines on 
the Lehigh & New England Railroad over its route via Campbell 
Hall, N. Y., West Shore Railroad, and New York Central Railroad. 


Textually supplemental order No. 27 requires the rates to 
be established on or before June 20. The effective date, how- 
ever, of the original order has been postponed so that the date 
in the supplement is not controlling. 

In No. 11756, Bangor & Aroostook et al. vs. Aberdeen & 
Rockfish et al., the Commission has denied the petition of the 
Delaware & Hudson for rehearing and suspension of the Com- 
mission’s order of June 14; the petition of the Baltimore & Ohio 
and Western Maryland for modification of that order; and the 
petition of the Central of New Jersey, Erie, N. Y. S. & W., 
Wilkes-Barre & Eastern, Lackawanna, Lackawanna & Wyoming 
Valley, Lehigh & New England, Lehigh Valley and Reading, for 
a modification of the order in so far as it deals with divisions 
on anthracite coal. 


PETITIONS FOR REHEARING, ETC. 


The protestants, Swift & Co., Cudahy Packing Co., and 
Armour & Co., have filed petition in I. and S. Nos. 2748 and 2830, 
soap and soap powder between points in Western Trunk Line 
and Illinois territories, for reopening for further argument and 
for reconsideration by the entire Commission. 

The Southwestern Portland Cement Co., San Antonio Port- 
land Cement Co., Texas Portland Cement Co., and Trinity Port- 
land Cement Co., interveners in No. 14936, Iola Cement Mills 
Traffic Assn. et al. vs. Arkansas Western et al. and cases 
grouped therewith, have filed a petition for reopening for con- 
sideration by the entire Commission. 

The Palmolive Co., protestant in I. and S. No. 2748 and 
2830, soap and soap powder between points in Western Trunk 
Line and Illinois territories, has asked the Commission to re- 
open these proceedings for reconsideration. 


SOUTHERN CLASS RATES 


Chairman Barham, of the Southern Freight Association, 
in a letter addressed to all interested shippers and receivers 
of freight, has made it definite that the carriers intend going 
forward with their proposed cancellation of the less-than-carload 
commodity rates. He has made it clear that they are going 
forward with the cancellations “as part of the general readjust- 
ment now imminent because of I. C. C. Docket 13494” which is 
the Southern Class Rate case. 

The carriers, said Chairman Barham in his letter, are 
sincerely desirous of going ahead with this matter with proper 
deliberation. He said it was not intended that any shipper 
should fail to have reasonable opportunity to express views. 
He added that it was proposed to give such views as might 
be expressed full and sympathetic consideration. 

“At the same time,” says his letter, “the work must go on, 
nor is it susceptible of proper handling unless the carriers are 
advised of the commodities covering which it is believed the 
less-than-carload rates should be continued, and the reasons 
therefor.” 

The view had been emphasized, said he, that the shipping 
public could not make its position known until it was furnished 
with additional information regarding the rates as they would 
be, assuming the proposed cancellations took place. The car- 
riers, he said, did not minimize the necessity for such informa- 
tion. They supposed, however, that with the wide publicity al- 
ready given the proceedings in this case, that substantially every 
interest was advised of the rates in contemplation. Neverthe- 
less, he said, to facilitate further the consideration of the rates in 
question, additional data had been prepared and was being 
distributed with his letter. 

The data referred to consisted of a table of equivalents 
which can be used in connection with the recently issued 
Fertilizer Tariff and Southern Rate Basis to determine, with 
reasonable accuracy, the class rates between practically all 
points, large and small, on standard lines in southern territory. 
By meaus of that table of equivalents, the rate on fertilizers, 
in cents per ton being known, any class rate, as it will appear 
by reason of the decision in No. 13494, can be shown. Mr. 
Barham said that the Fertilizer Tariff and the Southern Rate 
Basis had been widely distributed and that copies of them 
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were in the hands of practically every industrial traffic manager, 
and, of course, posted at substantially every station in the south. 

The Barham letter also contained two statements, one 
showing the class rates between C. F. A. territory and the 
south and the other between eastern territory and the south. 
Mr. Barham said the object of the letter was to bring the 
rate data immediately to the attention of the recipients of the 
letter and also to renew the invitation, previously given, to 
have the recipients meet with the carriers for a discussion of 
any items in which they might be concerned. Mr. Barham 
called attention to the fact that conferences had been arranged 
for October 12 in respect to rates on wagons, carts, wheel- 
barrows and other vehicles; peanuts; and engines and boilers; 
and for conferences on the following day on canned milk; malt 
syrup; lard compounds; and manufactured tobacco. 

The table of equivalents shows that where the rate on 
fertilizers for the minimum distance is 100 cents, first class will 
be 34 cents. About the only thing that might be used in ascer- 
taining the class rates that would result from the cancellation 
of the L. C. L. commodity rates, not included in the letter, is 
a table showing the percentage relationship between the classes. 
For instance a man desiring to ship something for the minimum 
distance on the fifth class rate, might not be able to remember 
whether fifth class was 35 or 30 per cent first class. Everything 
else needful, seemingly, is shown in the tables enclosed in the 
Barham letter. 

No reference is made in the letter to the recent flurry caused 
in the cancellation matter by the Southern Traffic League. 
However, inasmuch ag lack of information and time for pre- 
paration were made emphatic points in that phase of the sub- 
ject, the letter probably will be taken as an indirect answer 
to the contentions of~the League that no progress could be 
made because the shippers had no rate information or data 
enabling them to present their views. 

The Atlantic Coast Line and the Seaboard Air Line, in No. 
13494, Southern Class Rate “Investigation, have filed objections 
with the Commission to the requirements of the Commission’s 
report in regard to class rates to and from points in the penin- 
sula of Florida. They advised the Commission that they felt 
it their duty to the public and to themselves to notify the 
Commission “that they can accept no responsibility for the rates 
prescribed by the Interstate Commerce Commission in its 
report in Docket No. 13494, as supplemented, to and from points 
in the Florida peninsula; likewise, that they can accept no re- 
sponsibility for the plan for making rates to and from points 
in the Florida as prescribed in that report, nor for the revenue 
results that may follow from their adoption.” 

“Without question,” said the two lines, “the adoption of 
these rates and the adoption of this plan for the construction 
of rates to and from points in the Florida peninsula will result 
in serious, if not disastrous, decreases in the revenues of the 
Florida carriers. If the adoption of these rates and this plan 
for constructing rates should result in curtailment of the reve- 
nues of the Florida carriers to the extent of rendering these 
carriers incapable of furnishing adequate transportation service 
to and from the Florida peninsula, the responsibility for that 
condition must rest with the Commission.” 

Asserting that they had suffered and were suffering heavy 
losses in revenue, they said they were unwilling to make the 
rates in issue effective unless they were definitely directed to 
do so by. the Commission. 


COMMISSION ORDERS 


The effective date of the Commission’s order of May 19, 
1927, in No. 15151, Oklahoma Portland Cement Co. et al. vs. 
Denver & Rio Grande Western et al., and cases grouped there- 
with, has been further postponed from November 11, 1927, to 
December 12, 1927. 

The Commission has reopened and consolidated for further 
hearing, at such time and place as it may hereafter direct, as 
to the method of computing distances and the scale to be ap- 
plied, Nos. 16124, Acme Brick Co. vs. Alabama & Vicksburg 
et al., No. 14617, Acme Brick Co. et al. vs. Alabama & Missis- 
sippi et al., No. 15467, Acme Brick Co. et al. vs. Abilene & 
Southern et al., No. 15628, Kansas Gas Belt Manufacturers’ Assn. 
vs. Abilene & Southern et al., No. 15692, Oklahoma Brick Manu- 
facturers’ Assn. vs. Abilene & Southern et al., and No. 15738, 
Acme Brick Co. et al. vs. Abilene & Southern et al. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, in respect of the 
rates from New York, N. Y., and Hoboken, N. J., to Garfield 
and Passaic-Dundee, N. J., No. 16531, Hamersley Manufacturing 
Co. vs. Erie et al., and No. 17326, Clifton Paper Mills vs. New 
York, Susquehanna & Western et al. 

The order in No. 17558, Farley, Loetscher Manufacturing 
Co. et al. vs. Akron, Canton & Youngstown et al., entered on 
August 15, 1927, which was by its terms made effective on or 
before November 15, 1927, upon notice to the Commission and 
to the general public by not less than 30 days’ filing and posting, 
has been modified so as to provide for a period of 15 days’ notice 
instead of 30 days. 
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No. 18009, Virginia Pig Iron Assn. vs. Chesapeake & Ohio 
et al. Petition of defenndants other than Chesapeake & Ohio 
and Norfolk & Western, for oral argument, or that the decision 
be withdrawn and the complaint dismissed, denied. 

No. 18139, Carney Co. vs. Ann Arbor et al. Complainant’s 
petition for reconsideration denied, in view of the action of 
division 3 in reopening the case for reconsideration. 

No. 18328, Federal Clay Products Co. vs. Atlantic Coast 
Line et al. Complainant’s petition for reconsideration, denied, 

No. 18505, West Florida Lumber Co. vs. Georgia, Florida 
& Alabama et al. Defendants’ petition for reargument denied. 

The complaint in No. 9672, Cameron Coal Co. et al. vs. 


Los Angeles & Salt Lake, Director-General, et al., is dismissed ' 


as to Andrew W. Mellon, Director-General of Railroads and 
agent of the President. 

The Mobile & Ohio has been permitted to intervene in 
finance No. 6510, in the matter of the application of Mississippi 
Eastern for a certificate of public convenience and necessity 
to operate a line of railroad from Crandall, Miss., to Cliff 
Williams, Miss. 

No. 17586, Leonard, Crosset & Riley vs. Santa Fe et al. 
Reopened for reconsideration. 

No. 17661, Badger Lumber & Coal Co. et al. vs. Santa Fe 
et al. Reopened for reconsideration on the record as made. 

No. 17752, Dallas Paper Co. vs. Arkansas & Louisiana, Mis- 
souri et al. Reopened for further hearing, at such time and 
place as the Commission may hereafter direct. 

No. 18139, Carney Co. vs. Ann Arbor et al. Reopened for 
reconsideration. 

I. and S. No. 2831, stone from Champaign, IIl., to certain 
points in Central Freight Association territory. Second petition 
of protestant, Cold Spring Granite Co., for further hearing and 
oral argument, denied. 

No. 12635, Co-operative Oil & Paint Co. et al. vs. Director- 
General, as agent, Baltimore & Ohio et al. Complainants’ peti- 
tion for rehearing denied. 

No. 15341, C. F. Carpenter vs. Central Vermont et al. Peti- 
tion of defendant, Central Vermont, for rehearing, reargument 
and reconsideration under shortened procedure plan, denied, in 
view of action of division 3 in reopening the case for further 
hearing. 

No. 16619, Security Cement & Lime Co. vs. Baltimore & Ohio 
et al. Motion of Security Cement & Lime Co. to substitute in 
reparation order of March 7, 1927, in lieu of that complainant 
the~North American Cement Corporation, its successor, as com- 
plainant, denied. 


No. 16778, W. M. Cady Lumber Co. et al. vs. Apache et al. 
Complainants’ petition for rehearing, reargument or for modifi- 
cation of the opinion and order entered therein, denied. 


No. 16825, United Paperboard Co. et al. vs. Aberdeen & 
Rockfish et al., No. 17211, United Paperboard Co. vs. Southern 
et al. Complainant’s petition for rehearing and/or argument 
and reconsideration by the full Commission, denied. 


No. 16958 (and Subs. 1 and 2), Harry J. Lewis Co. et al. vs. 
Cincinnati, New Orleans & Texas Pacific et al., and I. and S. 
2725, berries from Alabama and Tennessee to C. F. A. territory. 
Petition for rehearing, denied. 


No. 17282, Blackner Elevator Co. vs. Union Pacific et al. 
Complainants’ second petition for rehearing and reargument, 
denied. 

No. 17300, Bragg & Millsaps Co. et al. vs. Atlanta & West 
Point et al. Petition of Alabama Great Southern; Cincinnati, 
New Orleans & Texas Pacific and Southern Railway for recon- 
sideration of that finding in the report entered therein that the 
rates on live stock were unreasonable and that complainants 
are entitled to reparation, denied. 

No. 17491 (Sub. No. 1), Washington Building Lime Co. vs. 
Pennsylvania et al. Petition of Pennsylvania for reconsidera- 
tion on the present record, denied. 

No. 17586, Leonard, Crosset & Riley vs. Santa Fe et al. 
Defendants’ petition for further hearing or modification of order 
entered therein, denied, in view of action of division 3 in re- 
opening the case for further consideration. 

The time prescribed in certificate and order in finance No. 

3357, construction of line and bond issue by Detroit & Ironton 
Railroad, within which the Detroit & Ironton shall complete 
the construction of the line of railroad therein authorized has 
been extended to December 31, 1929. 
‘ No. 18027, Buffalo-Springfield Roller Co. vs. Detroit, Toledo 
& Ironton et al. Petition of Atlantic Coast Line, Florida East 
Coast and Louisville & Nashville for reconsideration and oral 
argument, denied. 

No. 13418, automatic train control devices. Petition by New 
York, Chicago & St. Louis for exemption and relief from equip- 
ping its locomotives operating over the rails of the Michigan 
Central in the terminal of Michigan City, Ind., with automatic 
train-control devices, granted. 

No. 15341, C. F. Carpenter vs. Central Vermont et al. Re- 
opened for further hearing, at such time and place as may here- 
after be directed. 

No. 15610, Farrel Foundry & Machine Co. vs. Atlanta, Bir- 
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mingham & Atlantic et al. Reopened for reconsideration on 
the record as made. 

No. 17060, Frohman Chemical Co. vs. Baltimore & Ohio 
et al. Reopened for reconsideration. 

No. 17309, Texas-Pacific Coal & Oil Co. vs. Santa Fe et al. 
Reopened for further hearing, at such time and place as Com- 
mission may hereafter direct. 

The order entered in No. 15026, Oklahoma Millers’ League 
vs. Alabama & Mississippi et al., on June 17, 1927, to become 
effective on September 26, 1927, and modified to become effec- 
tive on October 26, 1927, has been further modified so as to be- 
come effective on December 26, 1927. 

The petition of defendants in No. 16230, Ogden Grain Ex- 
change vs. Arizona Eastern et al., for reargument before, and 
reconsideration by, the entire Commission and/or consolidation 
with No. 17000, part 7, etc., has been denied. 

The petition of defendants in No. 16558, Leggett & Platt 
Spring Bed and Mfg. Co. et al. vs. Santa Fe et al., for reopen- 
ing and modification has been denied. 

The defendants’ petition in No. 15848 and Sub. Nos. 1 and 
2, Mississippi Railroad Commission et al. vs. Alabama & Vicks- 
purg et al., No. 15618, Jackson Traffic Bureau et al. vs. Alabama 
& Vicksburg et al., and No. 16447, Meridian Traffic Bureau vs. 
Alabama & Vicksburg et al., for rehearing on the question of 
reparation therein, has been denied. 

The complainant’s petition in No. 15299, Hannibal Shippers’ 
Assn. vs. Santa Fe et al., for reargument has been denied. 

The defendants’ supplemental petition for rehearing and/or 
reargument, and for postponement of effective date of order, 
and petition by Cedar Rapids Chamber of Commerce and com- 
merce counsel of Iowa for modification of decision and order 
affecting rates to Cedar Rapids, Ia., in No. 15228, Board of 
Railroad Commissioners of the State of Iowa vs. Alton & South- 
ern et al., have been denied. 

The Wisconsin Steel Co. has been permitted to intervene 
in No. 19699, St. Louis Coke & Iron Corp. vs. Alabama Great 
Southern et al. 

The complainants’ petition for rehearing and for oral argu- 
ment in No. 17745, National Petroleum Assn. et al. vs. Baltimore 
& Ohio et al., has been denied. 

The Lehigh Portland Cement Co. has been permitted to in- 
tervene in No. 18112, the Atlas Portland Cement Co. vs. Central 
Railroad Company of New Jersey et al., and No. 19986, North 
American Cement Corp. vs. Aroostook Valley et al. 


The Midland Valley and Kansas, Oklahoma & Gulf have 
been permitted to intervene in finance No. 6427, in the matter 
of the application of the Tulsa, Wewoka & Southern for a cer- 
tificate of public convenience and necessity authorizing it to 
construct a line of railroad between Tulsa and Ardmore, Okla. 

The city of Columbus, Ky., has been permitted to intervene 
in finance No. 6496, in the matter of the application of the Mobile 
& Ohio for a certificate of public convenience and necessity 
authorizing the abandonment by it of its branch line of railroad 
extending from South Columbus to Columbus, a distance of 1.6 
miles, in Hickman county, Kentucky. 


The order entered in Finance No. 5008, control of Central 
California Traction Co., and Finance No. 5089, proposed con- 
struction by Western Pacific, on August 5, 1927, has been modi- 
fied so as to extend, from 60 days to 90 days, the time within 
which the Southern Pacific Co., if it exercise the authority 
therein granted, shall comply with the condition prescribed by 
said order, and so as to extend from 70 days to 100 days, the 
time within which said Southern Pacific shall report to the 
Commission all pertinent facts relating to the exercise of such 
authority and to compliance with the condition aforesaid. 


The time prescribed in certificate and order in Finance 
No. 5041, construction of East Coast Lines by Seaboard-All 
Florida ‘Railway, and cases grouped therewith, as extended, 
within which the Seaboard-All Florida shall complete the con- 
struction of the line above mentioned, has been further extended 
to April 1, 1928. 


The Commission has denied the defendant’s petition in No. 
17241, Jacob E. Decker & Sons vs. Chicago & North Western, 
for reargument; and has reopened the proceeding for further 
tae at such time and place as the Commission may hereafter 
irect. 

The order entered in No. 16048, Iliff-Bruff Chemical Co., et 
al. vs. Chicago & Eastern Illinois, et al., on July 9, 1926, which 
was by its terms made effective September 30, 1926, and sub- 
sequently modified so as to become effective on later dates, 
has been further modified so that it will become effective on 
December 15, 1927. 

The Minnesota and Ontario Paper Co.; Fort Frances Paper 
Mills, Ltd.; and Kenora Paper Mills, Ltd., have been permitted 
to intervene in No. 19694, The St. Regis Paper Co. vs. Santa 
Fe, et al., and in No. 19703, The St. Regis Paper Co. vs. Ann 
Arbor, et al. 

The St. Louis Independent Packing Co. has been permitted 
to intervene in No. 19802, Armour & Co., et al. vs. Bangor & 
Aroostook, et al. 

The Great Valley Anthracite Corp. has been permitted to 
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intervene in No. 15006, in the matter of rates, charges, classifi- 
cations, regulations and practices governing the transportation 
of anthracite coal. 

The complainant’s petition for hehearing in No. 14632, 
Apache Powder Co. vs. Santa Fe et al., has been denied. 

The defendants’ petition for reargument in No. 16200, Okla- 
homa Traffic Assn. et al. vs. Alabama & Vicksburg et al. has 
been denied. 

The complainant’s petition for reconsideration in No. 16976, 
Indian Refining Co., Inc., vs. Louisville & Nashville et al., has 
been denied. 

The Commission has denied the defendants’ petition in 
No. 17728, Dr. Miles Medical Co. vs. Baltimore & Ohio et al., 
for reopening and/or rehearing and reargument. 

The petition of the Reader Railroad in No. 17898, Smither- 
man & McDonald, Inc., vs. Mansfield Hardwood Lumber Co. et 
al., to reopen, for the submission of additional facts, has been 
denied. 

The defendants’ petition for reargument in No. 17916, Cur- 
——- & Motor Co., Inc., vs. Pennsylvania et al. has been 

enied. ; 

The Commission has denied the petition of complainant in 
No. 19011, Nestle’s Food Co., Inc., vs. Minneapolis, St. Paul & 
Sault Ste. Marie et al., and No. 19063, Same vs. Pennsylvania 
et al., for reopening. 

The Commercial Club of Fargo, N. D., has been permitted to 
intervene in Finance No. 6409, in the matter of the joint appli- 
cation of Great Northern Pacific, and Spokane, Portland & 
Seattle for authority to the first-named company to acquire con- 
trol by lease and to operate the railroad of the latter company; 
to issue capital stock and assume certain liabilities, and in 
Finance No. 6410, in the matter of the application of the Great 
Northern Pacific, Northern Pacific and Great Northern for 
authority to the first-named company to acquire control of the 
other two companies by purchase of capital stock and to lease 
their railroads. 

The respondents’ petition for reargument in I. & S. No. 
2818, grain and grain products from Colorado, Kansas, and 
Nebraska to Gulf ports for export, has been denied. 

The Commission has reopened for further consideration 
upon the record as made, No. 17689, Roquemore Gravel Co. et al. 
vs. Atlanta, Birmingham & Atlantic et al. 

The Kentucky Farm Bureau Federation, Louisville Board 
of Trade and Louisville Live Stock Exchange have been per- 
mitted to intervene in No. 19465, American Farm Bureau Federa- 
tion vs. Akron & Barberton Belt et al. : 

The Pere Marquette has been granted, under No. 13413, 
in the matter of automatic train control devices, extension of 
time to October 31, 1927, within which to answer the question- 
naire issued with the order of July 22, 1927, therein. 

The Erie, Chicago & Erie, New Jersey & New York, and 
New York, Susquehanna & Western have been granted, under 
No. 13413, in the matter of automatic train control devices, an 
extension of thirty days within which to file their returns to 
the questionnaire sent out with the Commission’s order of July 
22, 1927, therein. 

The New York Central, the Michigan Central, the Big Four, 
the Pittsburgh & Lake: Erie, the Boston & Albany, and Rutland 
have been granted, under No. 13413, in the matter of automatic 
train control devices, extension to October 15, 1927, within which 
to answer the questionnaire submitted with the order of July 
22, 1927, therein. 

The order entered in No. 18008, New England Brick Co. 
et al. vs. Boston & Maine, on August 16, 1927, has been modified 
so as to permit defendant to establish rates, rules and regula- 
tions in compliance therewith upon not less than 15 days’ notice 
to the Commission and the general public by posting and filing 
in the manner required by law. 


COAL TO ST. LOUIS 


The Trafic World Washington Bureau 


The whole of October 13 was devoted by the entire Com- 
mission to listening to arguments on formal complaints involv- 
ing the rates on coal from points in Illinois and western 
Kentucky and an inquiry the Commission instituted, under the 
thirteenth section, into intrastate rates on coal in Illinois, pre- 
scribed by the Illinois commission. Time was assigned to 
E. W. Smith and E. C. Kramer on behalf of the carriers; R. B. 
Cardy and M. C. Young for the complainants in No. 17994, Perry 
Coal Co. et al. vs. Abilene & Southern et al.; G. B. Arnold, 
for the complainant in No. 18268, St. Louis Chamber of Com- 
merce vs. Abilene & Southern et al.; R. W. Ropiequet, for the 
Illinois Coal Traffic Bureau; J. V. Norman for the West Ken- 
tucky Coal Bureau; and W. E. Rosenbaum, for the East St. 
Louis Chamber of Commerce et al. The thirteenth section case 
is No. 18183, Rates on Bituminous coal from points in Illinois 
to East St. Louis switching district. 

The carriers summarize the issues they had to meet as 
involving the reasonableness of the rates from the [Illinois- 
western Kentucky group to St. Louis; whether the Belleville 
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group, the one lying nearest to East St. Louis, should be divided 
and a lower rate established from mines within 20 miles of 
East St. Louis than is applied from mines beyond the 20-mile 
line, the Illinois commission having made such a division in 
respect of intrastate traffic; whether the Illinois rate to East 
St. Louis, required by Illinois authority, subjects interstate 
commerce to unjust discrimination; and whehter the differential 
fixed by the federal commission between the Belleville group 
and the west Kentucky group unduly prejudices the operators 
in the Illinois groups. The railroads contended that all the 
cases had their origin in the orders of the Illinois commission 
fixing rates on coal from the Illinois groups to the East St. Louis 
switching district. Its rates, the carriers said, brought about 
a substantial difference in rates between St. Louis and East 
St. Louis. 

The cases revived questions with which both the state and 
federal authorities have been dealing for many years, including 
the anti-trust case concerning the St. Louis terminal roads. Mr. 
Arnold suggested, for instance, among other things, that the 
Commission was bound by the decision of the Supreme Court 
of the United States but that in some respects its decisions 
did not give the judicial decision full effect. 


PULLMAN PORTER TIPS 


The Pullman Company has filed a motion with the Commis- 
sion asking dismissal of the complaint in No. 20007, Brother- 
hood of Sleeping Car Porters vs. The Pullman Company, on the 
ground that the Commission does not have jurisdiction over the 
subject matter. This is the case in which Pullman porters are 
asking the Commission to require the Pullman Company to cease 
and desist from encouraging the tipping system on the ground 
that it constitutes a discrimination between passengers. 

The object sought by complainant, said the company, was 
to bring about a change in relations between the defendant and 
certain of its employes respecting wages and terms of employ- 
ment. It said Congress had provided for the handling and dis- 
position of such matters by the railway labor act. Continuing, 
it said: 


It appears from the complaint that the gratuities or tips are given 
by the passengers to the porters and not to the defendant; that 
when received by the porters they belong to the porters and do not 
belong to the defendant, nor are they accounted for to the defendant, 
nor do they constitute any part of the compensation received by 
the defendant for the service which it renders; that there is no 
obligation on the part of the passengers to give gratuities or tips 
and no right in the porters to exact them; that such gratuities or 
tips are not uniform but depend upon the inclination, whim or caprice 
of the passengers; that the defendant does not require the porters 
to differentiate in the amount and quality of service which the de- 
fendant renders or undertakés to furnish to its passengers; that 
the gratuities or tips are not charged, demanded, collected or re- 
ceived by the defendant. Therefore, from the allegations of the com- 
plaint, it appears that the giving of gratuities or tips by passengers 
to the porters does not constitute the making by the defendant of 
an unjust and unreasonable charge under section 1 of the act, nor any 
charge by the defendant; that there is no discrimination under section 
2; that there is no undue or unlawful preference under section 3; 
and that such gratuities are tips should not and cannot lawfully be 
shown in the defendant’s tariffs or schedules and there is no viola- 
tion of section 6 of the act. 


The company said section 15a was not applicable to the 
defendant, as it was expressly excluded therefrom. 

“The petition is a palpable effort to accomplish by indirec- 
tion what may not properly be accomplished by direction,” said 
the company. “The real purpose of petitioners is to secure an 
increase in wages and a change in working conditions.” 

Wages and working conditions of Pullman porters come 
under the jurisdiction of the tribunals provided under the rail- 
way labor act and not under the jurisdiction of the Commission, 
said the company. 


RETAIL VALUE COAL DAMAGE 


By a decision of the United States District Court, district 
of Minnesota, fourth division, the plaintff in G. I. Crail, doing 
business as P. McCoy Fuel Company, against the Illinois Central, 
has obtained damages on coal lost in transit on the basis of 
retail value at destination instead of on the basis of the whole- 
sale value, as contended for by the defendant. 

The case had originally been decided adversely to the plaintiff 
in the same court, following which it was appealed to the United 
States Circuit Court of Appeals, eighth circuit, where the de- 
cision was reversed and the case remanded to the district court 
for new trial (see Traffic World, June 5, 1926, page 1534). 

The case was tried again in the district court on a stipula- 
tion of facts September 23, before Judge William A. Cant, who 
had heard it in the first instance. In making his finding for 
the plaintiff on the retrial, Judge Cant said: 


This court is not satisfied the amended stipulation of facts justi- 
fies the conclusion that the case has been substantially changed. 
Following the decision of the Court of Appeals, therefore, it is the 
duty of this court to allow a recovery at the rate of $9.70 per ton 
for the coal which was lost, and this will be done. 


He apparently felt compelled to follow the appeal court in 
awarding in favor of the plaintiff, but he then went on to a 
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lengthy discussion of the case in which he argued that justice 
would have been done by giving damages on the basis of the 
wholesale value at time of delivery, or, in any event, that plain- 
tiff was not entitled to more than that wholesale value plus aq 
reasonable profit, which would be materially less than the differ. 
ence between the retail and the wholesale value of the com. 
modity, as he pointed out that the retail price included cost 
of delivery to the ultimate purchaser, loss on bad debts, cost 
of selling, and other such items. 

The stipulation of facts set out that 5,500 pounds of coaj 
had been lost from a car in transit from Royalton, IIll., to Min- 
neapolis, and that the coal was the property of the plaintiff at 
that time. The wholesale value of the coal at destination was 
said to be $5.75 a ton, plus the freight rate, and $13 a ton retail, 
No freight was paid on the lost coal. The freight rate was $3.30 
a ton, which, deducted from $13, gives $9.70, the damage con- 
tended for by the plaintiff on the grounds— 


a. That if the plaintiff had received the coal according to agree- 
ment, he could have sold it at the retail price; and 

b. That if the plaintiff had wished to replace the missing com- 
modity he would have been obliged to pay the retail price at destina- 
tion for the coal which he would purchase. 


Judge Cant pointed out that the price of the coal in question 
at the original shipping point was $5.50 a ton and that the whole- 
sale value at destination of $5.75 a ton allowed the plaintiff 
a profit. He said allowing him damages at the rate of $9.70 a 
ton was much better for him than having actually received the 
coal, as he was spared the expense of delivery and other costs 
incidental to the service to the retail purchaser. He said the 
stipulation of facts did not represent that the plaintiff had been 
compelled to go into the local market to replace the coal lost 
or that any sale had been lost through the failure of delivery 
and that: 


The question is what loss the plaintiff had sustained at the mo- 
ment the car of coal was switched into his yard, with the 5,500 pounds 
missing therefrom. It is not what loss might be figured out at a 
later time under entirely new and different conditions. Plaintiff's 
cause of action accrued at once upon failure to deliver and without 
waiting for later events. 


It is understood the case will be carried to the Supreme 
Court of the United States. 


BRIMSTONE DIVISIONS CASE 


Arguments were made this week in the Supreme Court of 
the United States in Brimstone Railroad and Canal Company 
vs. United States and Interstate Commerce Commission, on ap- 
peal from the federal court for the western district of Louis- 
iana, Lake Charles division. The Brimstone is appealing from 
a decision of the district court denying it an injunction for- 
bidding the enforcement of the Commission’s order adjusting 
divisions, retroactively for about five years, the result of which 
would be to take about $500,000 from it which had been paid 
to it, as divisions, by the Southern Pacific and the Kansas City 
Southern. The divisions were paid on traffic hauled by them, 
largely sulphur, from Sulphur Mines, La., originating at mines 
controlled by the same interest that controlled the Brimstone 
railroad, which the Commission called an industrial railroad. 
Wylie M. Barrow and Cullen R. Liskow presented the case in 
behalf of the short line railroad. Blackburn Esterline spoke 
for the Department of Justice, and D. W. Knowlton for the 
Commission. 

Among the points made by the Brimstone was that the 
Commission, in making its order, did not follow the statutory 
provision in respect of its powers over divisions requiring it 
to give consideration, in the dividing of joint rates, to the 
needs of each of the carriers parties to such joint rates. Its 
lawyers contended that the report of the Commission showed 
that the Commission had detailed data concerning only the 
Brimstone and none concerning its connections. The Commis- 
sion argued, in substance, that the law did not require such 
detailed consideration of the needs of the trunk lines as was 
given to the trunk lines west of the Hudson, in the New Eng- 
land divisions case, because in the Brimstone case there was 
no proposition of taking anything from those connections which 
might raise a question as to their ability to render service. 
However, it was contended that the needs of the connections 
of the Brimstone were given the consideration required by the 
statute and that it was not proposed to take anything from 
the Brimstone to which it was ever entitled. 


UNLAWFUL CREDIT INDICTMENT 


The Commission has been advised that an indictmert has 
been returned, in the federal court for the western district of 
South Carolina, in ten counts, accusing the Piedmont & North- 
ern of an unlawful extension of credit in the matter of freight 
charges, in violation of the rules laid down by the Commission 
governing the collection of freight bills, under section 3, para- 
graph 2. B. L. Smelker, of the Commission’s bureau of inquiry, 
assisted the federal district attorney in presenting the matter 
to the grand jury. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(Circuit Court of Appeals, Eighth Circuit.) Cause of action 
of minority stockholder in railroad corporation, suing on behalf 
of corporation, based on proposition that directors were elected 
and dominated by defendant, another railroad, which controlled 
all corporation’s stock, and that directors operated corporation 
for benefit of defendant, instead of for corporation’s stockhold- 
ers, held within exclusive jurisdiction of equity, in absence of 
concealment or want of knowledge, stockholder’s interest in cor- 
poration, and in conduct of its officers affecting its property, 
being equitable and not legal, and doctrine of laches, and not 
statute of limitations, applied to time of commencement of suit. 
—Backus-Brooks Co. vs. Northern Pac. Ry. Co. et al., 21 Fed. 
Rep. (2d) 4. 

A stockholder, who undertakes to sue on behalf of the cor- 
poration, must act promptly after acquiring knowledge of the 
conditions of which he complains, and if he stands by with 
knowledge of the facts for an unreasonable time his right to 
maintain such a suit will be barred by laches.—lIbid. 

Where wrongs asserted by minority stockholder of railroad 
as basis for stockholder’s suit on behalf of corporation occurred 
more than six years prior to filing of bill, burden was on such 
stockholder to allege and prove facts which would make it 
inequitable to apply thereto the doctrine of laches by analogy 
to six-year limitation of Gen. St. Minn. 1923, Sec. 9191.—Ibid. 

The mere institution of a prior suit without undue delay 
after the cause of action arose does not, of itself, excuse laches 
in bringing a subsequent suit, if the prior suit was not prose- 
cuted with diligence.—Ibid. é 

In determining whether a minority stockholder’s suit on 
behalf of corporation is barred by laches, consequences of com- 
plainant’s failure diligently to prosecute a prior arbitration 
with defendant are same as if no arbitration agreement had 
been made.—Ibid. 

Where complainant, a minority stockholder of a railroad 
corporation, and defendant, a connecting railroad, entered into 
an agreement to arbitrate minority stockholder’s claims that 
officers and majority of directors of complainant’s railroad 
operated complainant’s railroad for defendant’s benefit, and that 
the arbitration should be had after a firm of outside account- 
ants should make audit of defendant’s books and report to 
minority stockholder, held, that claims arising six years before 
filing of suit were barred by laches, where complainant alleged 
no facts excusing delay of 12 years in suing, nor gave any 
reasons why it took accountants 12 years to make investiga- 
tions and make report, nor alleged that defendant hindered or 
prevented complainant in investigating and preparing its claims, 
in view of Gen. St. Minn. 1923, Sec. 9191.—Ibid. 

Where arbitration agreement named one arbitrator and one 
alternate, and made no provision for filling vacancies, the death 
of one arbitrator and the incapacity of the other to act revoked 
the submission.—Ibid. 


Where joint rate was not established pursuant to a finding 
or order of the Interstate Commerce Commission, the Commis- 
sion had no authority, under Transportation Act, 1920, Sec. 15 
(6), being Comp. St. Sec. 8583 (6), to award reparations to one 
of carriers on account of past divisions.—Ibid. 

Questions whether division of joint rates is just, reason- 
able, or equitable as to future, and reparations for damages 
sustained on account of unjust, unreasonable, and inequitable 
divisions in the past, will not be considered by the courts until 
Interstate Commerce Commission has determined what is a just, 
reasonable, and equitable division of joint rates between the 
carriers involved.—Ibid. 

Question of just, reasonable, and equitable divisions of 
joint rates for the future is a legislative question, which only 
the Interstate Commerce Commission may determine.—Ibid. 

Under Interstate Commerce Act, 1887, Secs. 1, 13-15, as 
amended (Comp. St. Secs. 8563, 8581-8583), the Interstate Com- 
merce Commission, on complaint of one carrier against another, 
may determine the division that each is entitled to receive out 
of their voluntarily established joint rates; it being the intent 
of Congress to provide relief to a small carrier from an unjust 
division imposed on it, because of the domination of a larger 
connecting carrier.—Ibid. 


Under Interstate Commerce Act, 1887, Sec. 18, as amended 
and re-enacted by Transportation Act, 1920, Sec. 416 (Comp. 
St. Sec. 8581), minority stockholder of railroad may file a com- 
plaint with Interstate Commerce Commission charging an un- 
just, unreasonable, and inequitable division of joint rates be- 
tween such stockholder’s corporation and other carriers involved, 
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and such a complaint so filed would properly invoke the juris- 
diction of the Commission to proceed to investigate the 
complaint and report in writing its conclusions and decision, 
order, or requirement in the premises, in view of Interstate 
Commerce Act, 1887, Sec. 1, as amended and substantally re- 
enacted by Transportation Act, 1920, Sec. 400, par. 4 (Comp. 
St. Sec. 8563).—Ibid. 

The powers of a state commission are special, and limited 
to such authority as is legally conferred by express provisions 
of law, or such as is by'fair implication and intendment inci- 
dent to and included in the authority expressly conferred, for 
the purpose of carrying out and accomplishing objects for which 
it was created, and any reasonable doubt as to existence of 
any particular power in the commission should be resolved 
against the exercise of such power.—Ibid. 

Legislative power to fix divisions of joint rates between 
connecting carriers for the future may be lawfully delegated to 
a state commission.—Ibid. 

Gen. St. Minn., 1923, Sec. 4700, authorizing state Railroad 
and Warehouse Commission to fix and establish joint rates, 
held by necessary implication to confer power on commission 
to fix divisions of such rates between the carriers; fixing of 
each carrier’s share being part of the establishing of a joint 
rate, in view of sections 4638-4641, 4644.—Ibid. 

Under Gen. St. Minn., 1923, Sec. 4700, a minority stockholder 
of a railroad may file complaint with state Railroad and Ware- 
house Commission, and on a proper showing secure a revision 
of the joint intrastate rates and divisions thereof between 
stockholder’s corporation and other carriers.—Ibid. 

Before complainant can secure judicial relief on account 
of past divisions of intrastate joint rates, it must first apply 
to state Railroad and Warehouse Commission, and have the 
preliminary question of what is a fair division of the rates 
involved first determined by that commission, in view of Gen. 
St. Minn., 1923, Secs. 4638-4641, 4644, 4700.—Ibid. 

(District Court, D. Rhode Island.) To constitute “inter- . 
state commerce” by a bus line, it is not sufficient that its busses 
cross a state line, but they must transport passengers or goods 
interstate or be intended in good faith to do so.—Inter-City 
Coach Co. vs. Atwood et al., 21 Fed. Rep. (2nd) 83. 

A bus line using highways for carrying for hire intrastate 
passengers does not escape state highway regulations because 
it may also occasionally carry an interstate passenger.—lIbid. 


w/ 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


(Springfield Court of Appeals, Missouri.) In action to 
recover damages for loss sustained in shipment of car of straw- 
berries, evidence of negligent delay in movement of car held 
insufficient to go to jury.—Aurora Fruit Growers’ Assn. vs. 
St. Louis-San Francisco Ry. Co., 297 S. W. Rep. 440. 

Common carrier is not an insurer of perishable freight, 
but its care is determined by character of shipment and con- 
ditions obtaining.—Ibid. 

In action for damages for alleged loss sustained in ship- 
ment of car of strawberries, question whether car, which was 
iced to capacity before loading, should have been re-iced before 
car left shipping point, held for jury.—Ibid. 

Limitation, in bill of lading covering car of fruit, of re- 
icing only to regular icing stations on route, does not save carrier 
from liability for damages to shipment caused by failure of 
carrier to exercise care required to re-ice in transit, since such 
a limitation, to be valid, must be shown to be reasonable.—Ibid. 

Where fruit arrives at destination in bad condition on 
account of carrier’s negligent failure to properly ice, and was 
refused by consignee, and reconsigned to another point, shipper’s 
measure of damages held difference between value of shipment 
at original destination in its damaged state and what it would 
have been if it had arrived in good condition; this -amount to 
be reduced by net amount received for shipment.—Ibid. 


CARRIAGE OF LIVE STOCK 
(Court of Civil Appeals of Texas, Fort Worth.) Under bill 


. of lading requiring carrier to transport and deliver live stock 


with reasonable dispatch and requiring shipper to load and un- 
load stock at own risk, carrier is not insurer as to time within 
which carriage will be completed, in absence of special agree- 
ment.—Fort Worth & D. C. Ry. Co. vs. Dillehay, 297 S. W. 
Rep. 487. 

In action by shipper against carrier for damages for delay 
in delivering cattle, requested special charge submitting to 
jury whether when cattle arrived at destination other cattle 
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had arrived in large numbers necessitating delay and preventing 
plaintiff’s cattle from being unloaded in time to be sold on day 
of shipment, and whether carrier exercised ordinary care in 
delivering cattle with proper dispatch under such circumstances, 
should have been given.—lIbid. 

In shipper’s action against carrier for delay in delivery of 
live stock, jury should have been permitted to determine whether 
delay was due to want of exercise of ordinary care ahd 
diligence by carrier under evidence showing congested condition 
at unloading point necessitating delay.—Ibid. 

Railroad delivering cattle to destination as soon as it could 
have been done in exercise of reasonable care and diligence is 
not liable for resulting loss in weight, depreciation in appear- 
ance, or other inability, if any, of shipper to sell cattle on date 
of arrival.—Ibid. 

In shipper’s action against carrier for damages resulting 
from delay in delivering cattle by reason of decline in market, 
evidence showing that other cattle were unloaded later than 
plaintiff’s cattle and sold on same day was relevant and should 
have been admitted on issue whether plaintiff in exercise of 
ordinary care could have sold cattle and avoided loss occasioned 
by decline in market next day.—Ibid. 










Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from.Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





od 


(District Court, E. D. New York.) In a suit to recover for 
amage to a shipment of sheepskins, which were unloaded into 
lighters and transferred to ships of respondents in Valparaiso, 
interrogatories requiring respondents to state whether they 
owned or controlled the lighters, to name and describe the 
same, to give the dates when the skins were discharged into 
them, and state how long they remained there before being 
placed on the ships, held pertinent and proper.—The Santa 
Teresa, The Ashbee, 21 Fed. Rep. (2nd) 77. 

(District Court, S. D. New York.) Answering claimant, in 
a suit for limitation of liability, may propound interrogatories 
in support of his claim, to be answered by petitioner, even 
though the ship was a total loss, since the court has jurisdic- 
tion in the suit to adjudicate his claim, and to enforce it in 
personam in the event limitation is denied.—The Santiago, Pe- 
tition of Caffey, Claim of Markinos, 21 Fed. Rep. (2nd) 78. 

Interrogatories are proper to require further particulars 
relating to the case alleged by the other party.—lIbid. 

(District Court, N. D. California, S. D.) Provision in bill 
of lading, exempting carrier from losses due to nature of goods 
carried or inherent vice, held insufficient to relieve carrier from 
liability for loss of linseed oil in bulk, where evidence shows 
that oil tanks were overloaded, in view of known tendency of 
linseed oil to expand.—The Eastern Prince, 21 Fed. Rep. (2nd) 
79. 

Carrier held liable as insurer for shortage in linseed oil 
carried by ship because of devilation by proceeding to another 
port to discharge cargo after loading oil, and then returning 
to load coal before finally clearing, in violation of deviation 
clause authorizing proceeding to any other port, either before 
or after proceeding towards port of discharge.—lIbid. 


(District Court, S. D. New York.) For ship to deliver ship- 
ment of merchandise to buyer without requiring surrender of 
bill of lading, contrary to its provisions, is a “nondelivery of 
the entire consignment,” for which, under another provision, 
neither carrier nor ship is liable, unless given notice within 
10 days of discharge.—The Lake Gaither, 21 Fed. (2nd) 83. 


SUPREME COURT ACTION 


The Supreme Court of the United States has granted the 
motion to advance No. 293, The United States and Interstate 
Commerce Commission vs. Kansas City Southern, involving the 
Commission’s valuation of the Kansas City Southern, and has 
set it for argument November 21 after the cases heretofore set 
for that day have been heard. 

Petitions for writs of certiorari were denied by the court 
in the following cases: 


No. 237. St. Louis Merchants Bridge Terminal Railway Co., peti- 
tioner, vs. Edna Malone, administratrix, personal injury case. 

No. 238. Terminal Railroad Association of St. Louis, petitioner, 
vs. James Swain, personal injury case. 

No, 251. W. Mellon, Director General, petitioner, vs. C. B. 
Ivey and E. S. Estes. This case involves suit for damages for diver- 
sion of water on farm lands by railroad embankment at Elkton, Fla. 

No. 259. Erie, petitioner, vs. International Products Co. In this 
case lower courts upheld judgment for damages on account of loss 
of 5,000 bags of quebracho extract. 

No. 270. Missouri Pacific, petitioner, vs. M. Barry, a personal 
injury case. 
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Consideration of cases brought by the North German Lloyd 
and others—Nos. 1 to 12, inclusive—involving claims for vessels 
seized by the United States in the war, was put over until 
March 5, 1928. 

In No. 30, the United States, ex rel Skinner & Eddy Cor. 
poration, vs. J. R. McCarl, comptroller general of the United 
States, the court affirmed lower District of Columbia court’s 
holding that McCarl could not be mandated to pass on claims 
of Skinner & Eddy against the government growing out of can- 
cellation of shipbuilding contracts, because the claims were in 
issue in two other federal courts. 


RAIL TAX APPEAL CASE 


The United States Board of Tax Appeals has held that where 
one railroad leases its property to another, the lessee agreeing 
to pay all federal income taxes imposed on the lessor with ref- 
erence to the rental, the amount of tax paid constitutes addi- 
tional income to the lessor. The decision was made in a Case 
involving a number of leased lines of the Boston & Maine system. 


AUGUST OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads, for August, 1927, and 
1926, and for the eight months ended with August, 1927, and 
1926, compiled by its bureau of statistics from carrier reports, 
for the United States as a whole, follow: 

1926 
237,910.89 


1927 
Average number of miles operated.... 238,728.76 





Revenues: 
I ha arlcs hegre alee aia dlaie aioe galaee $ 415,178,666 $ 429,606,035 
DIED, uc.c0ccccncictorccwntsoetes *91,690,862 799,013,936 
EE Hawes vianee cco eeeereees6vewesever 7,653,180 7,613,922 
I faint cekaccembeleiiesiersseoigacias 11,874,787 11,547,962 
All other transportation........... 18,227,215 18,699,092 
THCIGSRIAL wccccccevees 12,032,172 13,051,279 
Joint facility—Cr 1,182,414 1,129,837 
Joint facility—Dr 403,285 404,804 
Railway operating revenues... 557,436,011 580,257,259 

Expenses: 
Maintenance of way and structures 80,229,224 81,489,169 
Maintenance of equipment......... 102,890,100 108,071,440 
EL Sgn Gaicdeaietoowas enone seeeWes 9,946,366 9,804,776 
I, nine. ccciaelelses Gene eaer~ 180,821,393 182,338,051 
Miscellaneous operations........... 5,106,967 5,062,802 
BS eee 16,086,738 - 15,298,180 
Transportation for investment—Cr. 1,786,540 1,641,116 
Railway operating expenses.... 393,294,248 400,423,302 
Net revenue from railway operations... 164,141,763 179,833,957 
TERIEWEY THE DOCTOR cc o6cb.cccccevesecs 35,934,315 36,654,446 
Uncollectible railway revenues........ 08,899 


Railway operating income..... 128,117,368 143,070,612 
Equipment rents—Dr. balance......... 7,828,787 7,839,617 


Joint facility rent—Dr. balance........ 2,062,088 2,271,342 
Net railway operating income. 118,226,493 132,959,653 
Ratio of expenses to revenues (per ct.) 70.55 69.01 
EIGHT MONTHS 
Average number of miles operated.... 238,395.69 237,765.16 
Revenues: 
EE ar edlas neces nestinenecouwemene $3,047,932,855 $3,084,031,943 
IE cic cvcccssccceesvoe<s canes $661,943,605 §701,888,284 
Aa KRKEb CECE NES TebEHOa He Game DIES 62,461,488 62,884,560 
IIL < sta aikit cxarares oxesalissb.41e\ ar sreiave)ecetén ore 88,658,684 92,760,633 
All other transportation........... 136,808,234 138,501,259 
I, ig prtinlclo.csddce Garena pieecwerete 85,495,724 87,245,666 
Joint facility—Cr.....ccccescccccves ,239,044 8,736,782 
SOME THCINGG—_DP oo. 0.6.0 8:0. ccc 000000 3,315,818 3,183,033 
Railway operating revenues... 4,089,223,816 4,172,866,094 
Expenses: 
Maintenance of way and structures 585,045,760 576,070,380 
Maintenance of equipment......... 824,631,143 856,684,058 
EE as cidlainigec Ga We aeewmeweangieine 80,494,584 75,657,644 
TURMOTOTUREION ccccccescccccccssce - 1,440,356,155 1,442,017,480 
Miscellaneous operations........... 523,70 37,495,292 
OO RE ere eee 128,062,989 123,443,339 
Transportation for investment—Cr. 10,191,041 10,469,184 
Railway operating expenses.... 3,085,923,291 3,100,899,009 
Net revenue from railway operations.. 1,003,300,525 1,071,967,085 
TEREST TEE BCCEUR es cccvccccesccceees 253,081,95 255,145,894 
Uncollectible railway revenues........ 981,455 1,063,532 
Railway operating income..... 749,237,119 815,757,659 
Equipment rents—Dr. balance......... 57,376,354 54,287,388 
Joint facility rent—Dr. balance........ 16,637,232 15,935,775 
Net railway operating income. 675,223,533 745,534,496 
Ratio of expenses to revenues (per ct.) 75. 74,31 


*Includes $3,716,621 sleeping and parlor car surcharge. 
fIncludes $4,047,554 sleeping and parlor car surcharge. 
tIncludes $26,971,362 sleeping and parlor car surcharge. 
§Includes $27,865,005 sleeping and parlor car surcharge. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Sep- 
tember 23-30, inclusive, was 135,059, as compared with 149,367 
cars in the preceding period, according to the car service divi- 
sion of the American Raiiway Association. The average daily 
shortage reported was 225 gondola and 146 hopper cars. The 
surplus was made up as follows: 


Box, 65,998; ventilated box, 132; auto and furniture, 7,996; total 
box, 74,126; flat, 5,012; gondola, 22,202; hopper, 12,603; total coal, 
34,805; coke, 608; S. D. stock, 13,146; D. D. stock, 880; refrigerator, 
4,933; tank, 318; miscellaneous, 1,231. 

Canadian roads reported a surplus of 13,600 box, 200 auto 
and furniture, 250 flat, 300 S. D. stock, 550 refrigerator, and 100 
miscellaneous cars. 
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THE TRAFFIC WORLD 





Coordinated Terminal Services 


Twelfth of a Series of Seventeen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Coordinated Electric Railway-Motor Freight Service 


While the steam railroads have proceeded more or less de- 
liberately in their efforts to coordinate railroad and motor 
freight services through direct operation of motor freight ve- 
hicles in line-haul and terminal services and indirectly through 
subsidiary companies and arrangements with independent cart- 
age companies, the electric railways have been forced by severe 
motor competition to enlist the services of the motor vehicle 
at a much more rapid pace. A prominent utility engineer, in 
commenting on the difference in the way steam and electric 
railways have turned to the motor vehicle as a solution of the 
short-haul traffic problem, said the difference was much like 
the greyhound that chased the rabbit. The rabbit escaped, after 
a frantic chase, by diving into his burrow, despite the fact 
that the greyhound was the faster animal. A bystander noted 
this seeming paradox that a faster animal failed to catch its 
quarry and asked an old hunter how he accounted for it. “Well,” 
said the ‘hunter, “the dog was just running for his breakfast 
but the rabbit was running for his life.” Just so, in the opinion’ 
of many students of transportation, have the steam railroads 
been running for their breakfasts—the short haul less than car- 
load freight which the motor trucks have threatened to take 
away from the railroads—while the electric railways have been 
running for their lives—for the entire freight business of many 
lines has been jeopardized by the motor carriers. 

At the time the tracks of many of the electric railways in 
the United States were laid, highways were local affairs and 
relatively unimportant factors in the life of the communities 
served by the electric lines. Horse-and-wagon transportation 
was slow and its radius of efficient activity was short. With 
the coming of the automobile, the horse and wagon or carriage 
and the inadequate local or county roads were displaced by the 
motor car and improved state highways and the electric railway 
was confronted with competition with private automobiles and 
later with severe motor bus and truck competition. 

In the beginning, the motor carriers were not regulated by 
public authority. Trucks competed with the electric railways 
and with each other, charging whatever rates would obtain 
traffic. Few of the motor operators kept sufficiently accurate 
or complete accounts to be able to tell whether or not they 
were making money and many of them stayed in business only 
a short time. This was, however, often long enough to hurt the 
electric lines’ freight service. Motor truck manufacturers often 
sold frucks on easy terms, with relatively small first payments 
to present and prospective motor operators, while finance com- 
panies also assisted in bringing motor freight vehicles within 
the reach of many operators. The consequence was that, 
though failures were common and the turnover rapid, truck 
competition continued to grow. 

The urban and interurban railway lines, especially the lines 
in the smaller cities, which, as a rule, depended almost wholly 
on the passenger business for their revenues, suffered severely. 
The competition of private motor cars and trucks and of busses 
and trucks functioning as carriers for hire compelled the elec- 
tric lines to adopt measures to meet the situation. A number 
of electric lines began carrying both express and passengers, but 
the motor truck limited the amount of express traffic the electric 
lines could obtain. Moreover, motor truck operators gave a 
store-door delivery service that the electric railways could not 
give without coordinating their services with those of the motor 
truck. 

Many electric railways acquired motor trucks and estab- 
lished a system of coordinated transportation. One large elec- 
tric railway system, in announcing its system of coordination, 
defined coordinated service as the avoidance of duplication of 
service, the operation of motor and electric railway facilities 
jointly so that each will be run in sufficient number to meet 
demand, and, in a way, that will give a maximum of service 
at a minimum of cost.1 In a few cases the electric railways 
have completely replaced their old services with motor services, 
becoming motor truck and bus operators on a large scale, with 
the railways as minor part of their business. Still fewer have 
entirely abandoned their railway lines for busses and trucks. 
Usually, however, the motor service is operated as a supple- 
mentary and subordinate service to the major operation of the 
electric railway line. 


Urban Terminal Freight Service 
One of the first uses the electric lines found for the motor 


Clark, Harlow C., ‘‘Co-ordinated Transportation Service.” Ad- 
dress before the New Jersey Utilities Association, 1923. 





vehicle in the freight service was that of service trucks in con- 
nection with city lines. Many electric lines operating freight 
services have coordinated motor truck and electric railway 
freight services in this way. One of the spheres in which the 
motor truck has been of the greatest benefit has been in the 
terminal districts in large cities. Here motor trucks are used 
by the electric railways—as by the steam railroads—for the 
transfer of freight to off-line freight depots or for store-door 
delivery service. 

The first use allows a railway that may have been deprived 
of an entrance to a centrally located freight terminal by fran- 
chise restrictions or by operating difficulties to place a terminal 
in a central location so as to compete with all other trans- 
portation facilities serving the district. Store-door delivery and 
pick-up service has been used as a means of increasing the 
attractiveness of electric railway freight service. 


Chicago, North Shore and Milwaukee Coordinated Service 


One of the first railroads, steam or electric, to adopt the 
use of trucks was the Chicago, North Shore and Milwaukee. 
This company maintains a downtown passenger station through 
the use of the elevated railway tracks into the loop district 
in Chicago. It is impossible to operate freight cars over this 
route because of the volume of passenger traffic. In 1920, the 
C., N. S. and M. established an off-track downtown freight sta- 
tion Chicago. The freight was hauled between this station 
and the railway terminal in an outlying section of the city by 
trucks. Tractors and semi-trailers, the use of which allows 
the motive power units to be released while trailers are being 
loaded and unloaded, are used in this service. Since 1920, a 
number of additional off-track stations have been established 
in the various industrial districts of Chicago. 


Cincinnati, Lawrenceburg and Aurora System 


A year later, a smaller electric railway in Ohio, the Cin- 
cinnati, Lawrenceburg and Aurora Railway, operating from the 
outskirts of Cincinnati to Lawrenceburg and Aurora, Ind., and 
other surrounding towns, installed a package freight service 
between these towns and intermediate points along its route. 
The company had no track entrance to Cincinnati, since the 
local street railway used broad-gauge track and the C., L. and 
A., standard-gauge track. The Cincinnati Motor Terminals 
Company operates motor freight service in the city, handling 
the interchange of less-than-carload freight between steam 
railroads in the district. 


A contract was entered into with this company under the 
terms of which the Cincinnati Terminals Company leased to the 
electric railway the container truck bodies, which were also 
used in the transfer service in connection with the steam rail- 
roads serving Cincinnati. Haulage service between the electric 
railway terminal and a downtown freight station was provided 
by the Cincinnati Motor Terminals Company. 


The use of demountable containers obviated the necessity 
of transferring the goods from trucks to cars at the electric 
railway’s terminal. The bodies were*transferred by a crane 
from car to truck and from truck to car. 


In both instances just cited the electric railway operated 
the off-line stations and billed the freight through on local way- 
bills. The trucking is performed by the railway itself in one 
instance and was done by a haulage agent in the other. 


Lehigh Valley Transit Company Coordination 


The Lehigh Valley Transit Company in eastern Pennsyl- 
vania operates center-city terminals by means of a joint tariff 
and service arrangement. This electric railway operates be- 
tween a number of important industrial centers in the Lehigh 
Valley region of Pennsylvania, including Allentown, Bethlehem, 
Easton, and Philadelphia. The railway’s passenger trains reach 
Philadelphia over the tracks of the Philadelphia and Western 
via Norristown, Pa., and connect at Sixty-ninth Street Terminal 
with the elevated-subway system of the Philadelphia Rapid 
Transit Company. Freight is brought over the company’s own 
tracks to Erdenheim, Pa., about twelve miles from the center 
of Philadelphia. 


Formerly, shippers using the electric railway freight route 
were obliged to truck their goods between Philadelphia and 
Erdenheim. A through billing arrangement was entered into 
with the Terminal Warehouse Company, of Philadelphia. The 
latter company accepts freight for Lehigh Valley Transit Com- 
pany points at its warehouses in the downtown district in Phila- 
delphia and trucks it to Erdenheim. The Terminal Warehouse 











































































































THE TRAFFIC WORLD Vol. XL, No. 16 October 1 


TRIE RA 








% 


































































The schedules of the Erie Railroad : ; wy E a . Hie. 
are matched with its connections from es ERE: | | EER . 
the West, North and South, providing Za oA\— nr vs 
through service to the eastern markets ee ve eae 








| | ag” Ss eaaiaaee HIS RECO AS Al 


DAIRY Fat LIN 


IT IS THORGEQUIPPED 
FOR THE EUS AND 
CAREFULENG OF 


LIVE §TRY 
DRESSE@LTR" 


Bl 
Three new electrically propelled steel constructed ferry boats are operated by the Electric Ferries, Inc., } 
between the Erie Railroad, Weehawken, N. J., Live Poultry Terminal and West 23rd Street, the latter 
being in close proximity to the West Washington Market. These new boats have a double carrying Ci 
capacity and operate on a fifteen minute schedule from Weehawken Yards to West Washington Market. \ 
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LIVE POULTRY (EAST) HOUSE, WEEHAWKEN, N. J. 






L. F. ROBINSON, Traveling Dairy Agent E. V. McHUGH, Western Dairy Agent 
Metropolitan Life Bldg., Minneapolis, Minn. 1343 Transportation Bldg., Chicago, Ill. 
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R. S. WILEY, Eastern Dairy Agent W. L. KENDALL, General Dairy Agent 
Produce Exchange, 2 Broadway, New York, N. Y. 1343 Transportation Bldg., Chicago, IIl. 
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Company receives a division of the through rate as its com- 
pensation for the receiving and trucking services. 

In addition to these three ways in which electric railways 
may obtain the use of downtown terminals though the use of 
motor trucks—by operation of trucks themselves, by contracting 
with haulage companies for trucking service, or by joint traffic 
agreements—where independent motor truck competition _is 
especially severe, the electric railways have gone further to 
attract traffic. A well located downtown terminal is often not 
sufficient in itself to attract a fair share of the traffic to the 
electric railways. The motor truck lines usually give free pick- 
up and delivery services, at least within a “free zone.” It is 
necessary in such cases that the electric railway give similar 
service. Electric railway freight rates are usually sufficiently 
low to permit a small charge being made for this service with- 
out having the rates via electric freight service equal or exceed 
the motor freight rates. 

A flat rate a hundred pounds is often charged for either the 
pick-up or delivery service in addition to the line-haul railway 
freight rate. Inner and outer pick-up and delivery zones are 
usually established in the terminals and lower charges are made 
for pick-up and delivery service in the inner zones, while 
higher charges are made for these services in the outer sec- 
tions. Freight is hauled between shippers’ and consignees’ 
warehouses in these zones and the electric railway freight 
depots by motor truck. Line-haul freight service is given by 
the electric railways. 


A somewhat different plan of store-door service is per- 
formed by a western Pennsylvania electric railway in several 
of the towns along its interurban lines. The towns served by 
this railway are along the tracks of the lines, which run on the 
main highways. Many of the consignees and shippers are on 
the streets on which the lines operate. The increase in volume 
of motor traffic on the narrow highways made the stopping of 
the electric railway freight cars impossible. The cars often 
had to be stopped several times in the same block for loading 
and unloading, causing undue delay to street traffic and adding 
to the congestion of the highways along the routes. 


There were no suitable sites for centrally located freight 
stations available at reasonable prices in any of the towns. 
Outlying freight stations were built by the electric railway and 
contracts were made with local trucking companies to handle 
the collection and delivery services. The trucking companies 
are paid on a basis of percentage of the freight rate in order to 
stimulate the efforts in the solicitation of business. Congestion 
of the streets has been reduced and delays to passenger cars 
eliminated, since the trucks pull to the curb to load and unload. 
The freight is billed at the rates published in the railway’s 
tariff, as was done before the use of motor vehicles. 


Motor-Electric Railway Coordination Outside the Terminals 


A number of electric railways, in addition to using motor 
trucks in the terminal area, have found trucks of great service 
in interurban haulage. Electric lines handle freight economic- 
ally in small lots without restricting their track capacity for 
other services. Paralleling or substitute motor service similar 
to the services of the several steam railroad companies is not 
generally used by electric railways. The inter-city use of 
freight trucks by electric railways has been confined, for the 
most part, to the extension of the service of the railways into 
territories not reached directly by their rails. Electric railway 
companies do not, as a rule, operate the inter-city freight trucks 
themselves, as they often run inter-city passenger busses. 
Freight services are usually accomplished by inter-line agree- 
ments for through billing and through rates between the electric 
railway and motor freight lines. Contracts are often made by 
the electric railway lines with independent motor truck oper- 
ators to give through service to towns beyond the lines of the 
electric railways. 


Electric railways have gone far in recognizing the motor 
truck ab a new facility in freight transportation. In the ab- 
sorption of motor freight service into their operations the elec- 
tric railways have outstripped the steam railroads of this 
country. Electric lines are turning the motor truck to their 


advantage and profit and to the improveemnt of their freight’ 


transportation services. The motor has done much to improve 
the service and financial position of many electric railway 
properties, while the electric railways, in turn, have contributed 
to the standardization of the motor freight transportation indus- 
try. The motor vehicle has an important part in the electric 
railway service of the present day and will probably have an 
even more important place in the next decade. 


A. C. Spurr, manager of the research department of the 
Pittsburgh Railways Company, says the need of electric rail- 
ways throughout the United’ States for additional revenues to 
meet increased costs of service has caused many electric rail- 
way managements to study the possibilities of freight service 
either as a part of an inter-connected electric railway system 
or independently as an additional service to the communities 
reached by the electric lines. The astonishing progress made 
by some of the larger companies indicates that there is a field 
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for the electric railway in serving the freight transportation 
needs of the country. Says he: 

“That there are still further possibilities is generally ad- 
mitted. One of these possibilities lies along the line of sup. 
plementing the less-than-carload service of the steam railroads.” 

Since it is impossible to operate heavy and light load equip. 
ment in joint service, it is apparent, Mr. Spurr believes, that 
our transportation costs must increase as population increases, 
unless the proved economies of heavy capacity equipment for 
long hauls and light equipment for short hauls can be co- 
ordinated under a new less than carload freight handling plan. 

The co-ordination of electric railway and motor freight 
services and of electric railway and steam railroad facilities 
through the use of motor vehicles in the terminals as terminal 
co-ordinating agencies offers a fertile field for the improvement 
of freight transportation service in the United States. 





2Spurr, A. C., A. E. R. A. Journal, May, 1925. 


LUMBER SHIPMENTS 


Marked increases in softwood lumber orders and shipments, 
with production about the same, were noted in reports received 
by the National Lumber Manufacturers’ Association from 343 
of the larger commercial softwood lumber mills of the country, 
for the week ended October 1, compared with reports for the pre- 
ceding week, when seventeen more mills reported. In comparison 
with the same period a year ago, when twenty-five more mills re- 
ported, there were substantial increases in production and new 
business, and shipments were about the same. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and two 
harwood, regional associations, for the three weeks indicated; 
000s omitted: 


Week Corresponding Preceding Wk., 

Ended Oct. 1 Week, 1926 1927 (Revised) 

Soft- Hard Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

| Pere 327 120 352 121 344 140 
Production ....243,979 17,987 232,955 18,695 245,693 21,654 
Shipments . .240,440 18,127 254,090 20,682 236,499 20,792 


Orders (New 
$e 233,777 20,041 223,167 19,708 


Softwood lumber buying was slightly less active the week 
ended October 8, when compared with the preceding week, and 
hardwood orders were about the same, according to reports 
received from 468 of the leading softwood and hardwood lum- 
ber mills of the country by the National Lumber Manufactur- 
ers’ Association. The 325 comparably reporting softwood mills 
showed a slight increase in production, shipments about the 
same and some decrease in new business, for the week ended 
October 8, aS compared with reports for the previous week. 
In comparison with the same period a year ago, when nineteen 
more mills reported, there were increases in production and 
shipments and a decrease in new business. 

The 128 hardwood operations showed some increase in 
production with shipments and new business about the same, 
as compared with reports from 120 mills for the week earlier. 
For the corresponding period last year, when 134 mills reported, 
there were slight decreases in all three factors. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


225,681 23,155 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 
eee 325 128 344 134 330 120 
Production 247,431 19,219 241,534 20,433 244,916 17,987 
Shipments ..... 239,068 18,567 233,400 22,475 241,017 18,127 
ee 211,761 20,092 217,510 21,269 234,387 20,041 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
September 15, was 65.1, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
57.5; refrigerator, 70.4; coal and coke, 68.9; stock, 84.9; flat, 
77.4; tanks and others, 93.3. By districts the percentages for 
all classes of equipment were as follows: Eastern, 55.5; Alle- 
gheny, 72.5; Pocahontas, 54.1; Southern, 62.2; Western, 69.9. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, as of September 15, showed the following: 
Eastern district, 96.8 as against 95.2 a year ago; Allegheny, 99.7 
as against 101.2 a year ago; Pocahontas, 74.9 as against 80.9 a 
year ago; Southern, 93.9 as against 93.7 a year ago; Western, 
102.3 as against 100.9 a year ago; all districts, 97.9 as against 
97.6 a year ago; Canadian roads, 98.3 as against 97.5 a year ago. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for August, 
1927, shows 24,023 cars held overtime—a percentage of 07.40— 
as against 24,459 cars for August, 1926—a percentage of 07.02. 
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BARGE LINE POLICY ISSUE 


The Traffic World Washington Bureau 


Congress is to be asked at its coming session in December 
to authorize an increase of $50,000,000 in the capital stock of 
the Inland Waterways Corporation, the government’s barge line 
agency. The request is by representatives of substantial shipper 
interests of the Mississippi Valley and adjacent territory. The 
corporation is now capitalized at $5,000,000 and all the stock 
has been bought and paid for by the government, that amount 
of money having been made available for investment in the 
barge lines since 1924, when the barge line agency was reorgan- 
ized as the Inland Waterways Corporation. 

Plans to ask for the increase were revealed at a public 
hearing on the afternoon of October 7 before Secretary of War 
Davis, Major General Ashburn, chairman and executive of the 
Inland Waterways Corporation, and the advisory board of the 
corporation. (See Traffic World, Oct 8.) An appeal was made 
for a recommendation by the advisory board to the Secretary of 
War in favor of the proposal to increase the capitalization of 
the corporation. 

Shippers told at the hearing how they had been asked to 
support the barge line, how they had contracted to do business 
on the basis of barge line rates, and how they had been left in 
the lurch and had been compelled to ship at higher rail rates 
because the facilities of the barge lines were not adequate to 
handle the business offered them. The remedy, as outlined by 
the shippers, lies in Congress making available for the Inland 
Waterways Corporation funds for additional equipment to the 
end that the facilities of the barge lines will be adequate to 
handle traffic offered for transportation on the Mississippi and 
Warrior Rivers. 

The shippers urging an increase of $50,000,000 in the capital 
stock of the corporation have organized as the “Barge Line 
Users’ Special Committee.” J.D. Youman, of the Board of Com- 
missioners of the Port of New Orleans, is chairman of the com- 
mittee. 

Members of the committee called on President Coolidge 
before the public hearing on the afternoon of October 7. Paul 
M. Ripley, traffic manager of the American Sugar Refining Com- 
pany, in remarks at the public hearing in support of the proposal 
for providing additional facilities on the Mississippi and War- 
rior Rivers, said President Coolidge had asked when the barge 
lines were going to be sold to private capital. Mr. Ripley said 
the President was advised that that could not be done now. He 
said the fact was that, unless the facilities of the barge line were 
adequate and the people were back of the service, no private 
interest would take over the lines. 


Late on the afternoon of October 7 it was revealed at the 
White House that President Coolidge had told the committee 
of his great interest in the development of the inland water- 
ways. The barge lines, as the President understood it, were put 
on the Mississippi and Warrior Rivers as demonstration lines— 
they were experimental—that the purpose was to see whether 
a transportation operation of that character could be successful. 


President Coolidge did not take it that it was the intent of 
Congress to put the government definitely in the business of 
transportation of freight on the inland rivers, but rather that, 
after the demonstration, the work should be done by private 
interests, it was said. It would be the wish of the President, it 
was said, to be careful with respect to the government embark- 
ing in the shipping business on a permanent basis. It was said 
the shipper committee had made no request of the President 
to support: the proposal for capitalization of the corporation at 
$50,000;000. 

The President, it was stated at the White House, desired to 
make this distinction quite clear—that the sound policy, in his 
view, was to do everything to develop private enterprise as dis- 
tinguished from putting the government permanently in business. 

At the public hearing the shippers’ committee said that at 
a meeting between the barge line officials and barge liners users, 
held at New Orleans August 25, for the purpose of allocating the 
“limited barge space of the Mississippi-Warrior Service among 
the principal shippers, a state of affairs was disclosed which 
demands the immediate attention of those in authority.” 

“It is apparent,” said the committee in a prepared statement, 
“that the barge line’s power, equipment and facilities are wholly 
inadequate to accommodate the business tendered and, as a 
result, the shipping public is denied the full benefits of the line.” 

In its statement the committee said: 


The Inland Waterways Corporation, created by Congress to give 
the land-locked states of the ee Valley access to tidewater, 
has failed of its full purpose. Though still operating as a common 
carrier, it has outgrown its equipment and facilities and is no longer 
able to maintain schedules or give dependable service. That the line 
is not nearly taking care of traffic now being offered is evidenced 
by its’ performance in handling some of the staple commodities. 
For instance, on the lower river northbound the line handled in the 
last 19 months an average of 600,000 bags of sugar per month, while 
it was tendered 1,350,000 bags per month. The actual importations 
of bauxite ore through the Port of New Orleans for the first eight 
months in 1927 were 176,142 gross tons. The barge carryings in the 
same period were 139,742 gross tons; about 40,000 tons had to be 
forwarded by rail at an additional cost of $1.50 per ton. Sisal tendered 
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by one firm during the same period exceeded 127,000 bales; only 32,864 
bales were accepted. Other twine plants, whose importations aggre- 
gated about the same amount, were unable to obtain any service. 
South bound shippers of grain from St. Louis and beyond have re- 
quested during the past 90 days barges for approximately two and 
one-half millions of bushels of grain which, owing to lack of equip- 
ment, the barge line was unable to furnish. The grain and the export 
market for the grain were available. Last year a similar experience 
was had in the handling of cotton. Orders accepted on barge line 
basis often have to be executed on rail basis, resulting in serious 
loss to the shippers and general dissatisfaction. On the upper river 
all the barges now in service and under construction cannot begin to 
carry the grain tendered at the Twin Citiy terminals or the upstream 
tonnage offered for northwestern distribution. These conditions apply 
equally to the Warrior Division as well as the Mississippi Division. 
They are conclusively shown by the statements of shippers and the 
record of the New Orleans meeting of August 25, herewith submitted. 

The line is, therefore, not, in any sense, serving the public as 
Congress intended it should, but is of special and doubtful benefit 
only to those who may be contented with the allocation of limited 
space and uncertain schedules. The management has thus been 
forced to discriminate against shippers to the extent of forcing 
certain commodities off the line entirely. These deficiencies in equip- 
ment and service have been allowed to accumulate for years, and 
must inevitably, unless promptly remedied, defeat the very object of 
Congress in the establishment of this transportation system. Since 
the farmer cannot control his selling prices and stands at the end 
of the line, a saving in transportation charges is directly beneficial 
to him, both as a producer and a consumer. Inability on the part of 
the line to transport the staple agricultural products is, of course, an 
injury to agriculture and is reflected immediately in the price ob- 
tained for such staple commodities; and no interests are more di- 
rectly benefited than the great agricultural district of the Mississippi 
Valley which at this time is in need of every possible measure of relief. 

The present equipment of the barge line is equivalent to less than 
one and one-half cars to the mile on the upper river and about four 
cars to the mile on the lower river, as against an equipment of ten 
to tewlve cars to the mile on the average railroad. Under these con- 
ditions it cannot give service or care for the tonnage offered. In- 
tended to be a great common carrier, the Mississippi-Warrior Serv- 
ice is yet a very small unit in the transportation system of the 
country, small in tonnage and freight earnings, small in capital in- 
vested and in equipment, compared with the average and even the 
smaller railroad, as the following illustration will show: 


Capital Gross Freight Tons Carried 

1926 Mileage Invested Earnings One Mile 
Lower River Sect...1,154 $ 8,000,000 $ 4,359,966 978,957,890 
Mobile & Ohio R. R.1,161 56,856,754 16,919,528 1,832,964,830 
Illinois Central R. R.4,785 647,506,871 139,054,456 15,779,569,490 


It is a well known axiom that traffic breeds traffic. New trans- 
portation facilities attract new tonnage, and its interchange between 
water and rail lines has invariably increased the revenues of both. The 
thought that the success of this water line may injure or interfere 
with the development of rail lines, is, therefore, unworthy of con- 
sideration. The people of the United States including the Mississippi 
Valley have an inherent right to the full use of the waterways which 
nature has provided for them. Moreover, under the new conditions 
created by the opening of the Panama Canal, the use of those streams 
is essential to the economic development of the valley. 


We, as shippers and receivers of freight, have asked for this 
opportunity to lay before the board this situation. The public is 
subjected to irreparable loss by the inadequacy of the service of 
the federal barge line. Congress has created your board as the body 
to which requests of this character should be presented. 

The remedy of the situation lies in action by the Congress pro- 
viding the Inland Waterway Corporation with a capital adequate to 
meet the requirements of its growing traffic. It is inconceivable to 
us that the Congress would hesitate to capitalize adequately its own 
| eaten under a proper showing made of the necessities that now 
exist. 

Congress acts upon the recommendation of its constituted ad- 
visors. It has called to the aid of the secretary of war in the affair 
of operating internal common carriage, a board composed of the 
chairman and six “individuals prominently identified with commercial 
or business interests in territory adjacent to the operations of the 
corporations.’”’ As to all these matters, you are appointed to “from 
time to time advise him (the secretary) and make recommendations.” 
It is our understanding that, since the creation of the board, all mat- 
ters of serious import affecting the management and development of 
existing lines, and such extensions of service as have been made, 
have been upon your recommendation or with your approval. 

We can conceive it as natural that the secretary of war would 
hardly be inclined to go to Congress for an increase in the capitaliza- 
tion of the corporation without a recommendation of this board that 
he do so. We regard it as equally logical to assume that he will sup- 
port such a measure if and when you are convinced that an acute 
situation exists requiring prompt action. In our opinion such a situa- 
tion does now exist, and we express it as our deliberate judgment 
that it is incumbent upon this board to act now, thus setting in mo- 
tion the orderly processes to cause the coming Congress to provide 
the means of growth by which this common carrier may adequately 
serve the public. 

Your failure to use every means available to you by law to relieve 
this existing situation will deprive ‘the public of the benefits of 
economical inland water transportation. Business has in these eight 
years expanded in response to the advantages offered by your pub- 
lished rates. It has become adjusted to the demonstrated economies of 
water transportation. No other service today offers us these econ- 
omies. If you allow the logical expansion of the federal barge line 
to be longer delayed or frustrated, you definitely close the door to 
the orderly development of the business of the whole section that 
Congress and the Interstate Commerce Commission have proposed 
to be adequately served by the common carrier whose destinies are 
in your keeping. 

The common carriage created by the presence of the federal barge 
line on the Mississippi and Warrior Rivers presupposes that you will 
meet the requirements of the commerce you created. Public service 
corporations are in duty bound to render adequate service. 

Finally, we urge that your board recommend to the secretary 
of war that he make the request of Congress for an increase in the 
capital stock of the inland Waterways Corporation in the sum of 
$50,000,000, and that of this amount such a sum be made available 
for each year hereafter as in the judgment of the secretary of war 
may from time to time be necessary to meet adequately all require- 
ments of the corporation with due regard to the time required to 
construct the equipment and facilities and to provide for the future 
needs of the service. 


Mr. Ripley, speaking particularly for his own company, but 















































































































































































































also for the Louisiana sugar refiners generally, said the sugar 
industry of Louisiana had suffered in the last two years because 
of lack of facilities in the barge service. He said in only a few 
instances had his company obtained space allotments from the 
barge line asked for—that, usually, only a part of the space 
requested was made available. He said the price of sugar had 
come to be based on the barge line rates and emphasized the 
situation that resulted from inability of the barge line to provide 
cargo space desired. 

C. B. Fox, president of the Aluminum Ore Company, of St. 
Louis, Mo., said the company had built up its business on the 
basis of barge line rate on bauxite. He said the barge line had 
asked for the company’s traffic and that the company had given 
it to the barge line. Other shippers began using the service, 
however, he said, and the time came when the barge line could 
not handle the traffic offered by the company. Between January 
1 and September 1, 1927, he said, the company had to ship 40,000 
tone of bauxite by rail at a cost of at least $1 a ton more than 
the barge rate—or $40,000. 


“We feel we ought to be taken care of,” said he. 


Statements along similar lines were made by other shippers 
who said the barge line had failed to meet the demands made 
on it because of inadequate facilities. 

Secretary Davis said he was vitally interested in the success 
of the Inland Waterways Corporation—that he believed its activ- 
ities constituted one of the most important features of the War 
Department. In the last two or three months, said he, he had 
given a great deal of thought to the matter. He indicated that 
he would put the entire matter up to Congress in his annual 
report—that he would review the history of the enterprise, what 
had been accomplished, the present situation faced by the cor- 
poration, and outline the alternatives. ’ 


Congress, said the Secreary, would, of course, have to adopt 
any future policy as to the matter. He said he probably would 
point out that the barge lines might go on with the present cap- 
italization and limited equipment ‘which, frankly, I think would 
be unsatisfactory to all of us.” Another alternative was to 
determine whether the time had arrived for turning the property 
over to private operation, he said, adding that, apparently, Con- 
gress had had in mind that the lines should be turned over to 
private capital. He said there was the alternative of increasing 
the capital stock of the corporation, the alternative of extending 
the services to other inland waterways and the carrying on of 
a great transportation system. He thought it would be a good 
thing to put the whole matter up to Congress and that Congress 
would have to realize that it had a real problem with which to 
deal, if adequate service was to be afforded. He emphasized 
the statement that the matter was primarily up to Congress. 

The Barge Line Users’ Special Committee is composed of 
the following shippers or their representatives: 


Horace M. Hill, director, Janney-Semple- Hill & Co., Minneapolis, 
Minn., William Butterworth, president, Deere & Co., Moline, IIl., S. 
S. Davis, president, Rock Island Plow Co., Rock Island, Ill., R. P. 
Warner, vice-president, Griggs Cooper & Co., St. Paul, Minn., Rene 
F, Clerc, special representative of the Port of New Orleans, Wash- 
ington, D. C., Carl Giessow, general manager, New Orleans Joint 
Traffic Bureau, New Orleans, La., H. L. Daunoy, vice-president, C. B. 
Fox Co., Inc., New Orleans, La:, Gus R. Westfeldt, New Orleans, La., 
Jules Godchaux, vice-president, Godchaux Sugars, Inc., New Or- 
leans, La., C. C. Virgil, president, Western Grocer Co., Chicago, IIl., 
J. P. Haynes, traffic director, Chicago Association of Commerce; C. 
S. Bather, secretary and traffic manager, Rockford (Ill.) Manufac- 
turers & Shippers Association; Leo E. Golden, traffic manager, Burling- 
ton (Ia.) Shippers Association; Earl F. Phillips, mayor of Burlington, 
Ia., O. A. Reynolds, secretary, and C. E. Dove, Chamber of Commerce 
of Dubuque, Ia., H. C. Phillips, traffic commissioner, traffic bureau 
of Keokuk (Ia.) Chamber of Commerce; W. A. Weeks, traffic man- 
ager, Hannibal (Mo.) Shippers Association; W. L. Richeson, presi- 
dent, W. L. Richeson & Sons, New Orleans; K. S. Magoon, Henry W. 
Peabody & Co., Boston, Mass., A. C. Wiprud, Minneapolis Traffic 
Association; W. T. Brooking, president, Marshall Hall Grain Corpora- 
tion, St. Louis; F. S. Smith & Son, New York, N. Y., M. C. McMillan, 
superintendent of industries, and A. M. Kleinschnitz, traffic man- 
ager, Minnesota state prison; R. M. Field, business manager, Peoria 
(Ill.) Association of Commerce; E. C. Horner, president, Helena (Ark.) 
Chamber of Commerce; C. D. Sturtevant, president, Trans-Mississippi 
Grain Co., Omaha, Neb., George C. Lambert, Equity Cooperative Ex- 
change, St. Paul; H. J. Rohling, general traffic manager, Bemis Bag 
Co., Chicago, Ill., Harvey J. Sconce, Fairview Farm, Sidell, Ill., J. 
B. Edgar, president, Happy Feed Mills, Inc., Memphis, Tenn., H. H. 
Langenberg, president, Langenberg Bros. Grain Co., St. Louis, Mo., 
A. B. Meyer, vice-president, The Bowater Paper Co., Inc., New York, 
Mm. Cae Ripley, traffic manager, American Sugar Refining Co., 
New York, N. Y., David R. Dunlap, preneent, Alabama Dry Dock & 
Shipbuilding Co., representing Mobile Chamber of Commerce, and 
Mobile Cotton Exchange; A. C. Deere, president, Warrior Cement 
Corporation, Chattanooga, Tenn., W. J. Rowley, The Albert Dickin- 
son Co., Chicago, Ill., E. C. Wilmore, Sefton Mfg. Co., Chicago, IIl., 
W. M. Holland, Van Camp Products Co., Indianapolis, Ind., Ed- 
win Bevens, Wharf District, Helena, Ark., Herman Mueller, St. Paul 
Association, St. Paul, Minn., C. B. Fox, president, and L. E. Mitchell, 
Aluminum Ore Co., St. Louis, Mo., J. D. Youman, traffic manager, 
Board of Commissioners of Port of New Orleans; E. C. Heidrich, Jr., 
Peoria Cordage Co., Peoria, Ill., and Stillwater Association, Stillwater, 
Minn., By A. M. Kleinschnitz. 


Secretary of War Davis said October 10 that the advisory 
board of the Inland Waterways Corporation had adopted a res- 
olution with respect to the shippers’ appeal for an increase in 
capitalization of the corporation. The board, in the resolution, 
recommended that a survey be made of the material, equipment, 
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and facilities of the corporation and that no action be taken 
on the request for increase in capitalization until such a survey 
had been completed. Secretary Davis, though not stating that he 
would order such a survey, indicated that he believed that would 
be the sensible way in which to proceed. He reiterated his view 
that Congress would have to be advised of all the facts and 
alternatives with respect to the barge line services. It was 
understood that the advisory board took the position that it 
could not act on the shippers’ appeal until it had the facts, both 
as to possible volume of traffic and the ability of the barge 
lines to handle it. 

The shippers’ committee seeking $50,000,000 for the barge 
lines did not make “a hit” with General Ashburn and the mem- 
bers of the Inland Waterway Corporation’s advisory board in 
the manner in which it conducted its campaign, it is under. 
stood. The government officials, it is understood, do not think 
that the committee should have called first on President Cool- 
idge. There is also a feeling that the shippers should have 
taken up the matter directly with the responsible officials in 
such way that an understanding could have been reached as to 
procedure in ascertaining the facts about the situation com- 
plained of. 

Since the meeting last week, reports have been circulated 
that there was a feeling among shippers of the Northwest that 
Secretary of War Davis and General Ashburn were not inter- 
ested in making the barge line operations a success, and that 
an effort had been made to have General Ashburn removed. 
Investigation of these reports revealed that animosity toward 
General Ashburn developed in the Northwest as the result of 
interference with barge operations on the Upper Mississippi 
due to misunderstanding as to the number of men required on 
each tug in operation in the Upper Mississippi service. The 
license issued originally by the steamboat inspection service 
provided for a total of 24 men on each tug. General Ashburn, 
as the result of his experience in operating barges on the Lower 
Mississippi, did not think that so many men were necessary, 
and a reduction was ordered. He had not been advised of the 
license requirement. As soon as the matter was brought to his 
attention, he ordered that the license requirements be complied 
with, and then obtained modifications in the license require- 
ments so that a minimum of 12 men was required. Newspa- 
pers of Minneapolis and St. Paul criticized General Ashburn 
severely in connection with the crew matter. An editorial in 
the St. Paul Dispatch was headed, “General Handicap Ash- 
burn.” Charges were made in editorials to the effect that Gen- 
eral Ashburn was blocking development of the barge line serv- 
ice on the Upper Mississippi. These editorials were brought to 
the attention of Secretary of War Davis, who explained the sit- 
uation as to the number of men in the crews and who assured 
critics of General Ashburn that the general was doing every- 
thing he could to make the operation a success. 

One of the reports circulated after the meeting last week 
was to the effect that Secretary Davis wished the barge line to 
fail because he was a stockholder in railroads. Secretary Davis 
has resented that allegation and has stated that he does not own 
a share of railroad stock. 


BARGE LINE APPEAL ATTACKED 


The Trafic World Washington Bureau 


The Savannah (Ga.) Sugar Refining Corporation, intervener 
in No. 19480, the Inland Waterways Corporation et al. vs. Ala- 
bama Great Southern et al., in which the barge line agency is 
seeking joint through rates from New Orleans and Mobile via 
the barge line to Birmingport, Ala., and thence via rail to des- 
tinations in Alabama, Georgia, the Carolinas, Tennessee and 
Virginia, in a brief filed with. the Commission, opposed the 
establishment of joint rates on sugar. 

The intervener said its testimony and exhibits showed there 
was no public demand for joint rates on sugar to the destina- 
tions involved; that the consuming public would not save one 
penny through cheaper transportation because of such rates; 
that the service required in transporting sugar via the barge 
line over the Warrior River was very expensive and that even 
the present rates were below the cost of service. 

“In fact,” continued the intervener, “the evidence is quite 
conclusive that the rates asked for over the barge line are far 
below a reasonable basis and will operate as a government sub- 
sidy for the New Orleans refiners to the extent of about $1 
per ton, which is the government’s loss on all tonnage moving 
on the Warrior River.” 

At another point in the brief interevner said, “there is no 
provision of law which permits the barge line to be used solely 
for the benefit of one corporation in its competition witb 
another.” 

“Congress has nowhere said that the barge line should be 
used as an instrument by our competitors to drive us out of 
legitimate markets at government expense,” said the intervener. 
“No greater perversion of the entire spirit and purpose of an 
act of Congress was ever attempted than is involved in this 
complaint as to sugar.” 

“It has been our understanding,” intervener said in its brief, 
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“that the barge line would be operated by the federal govern- 
ment until such time as it could be demonstrated that the busi- 
ness could be operated by private capital at a profit. The Inland 
Waterways Corporation claims that the barge line is being op- 
erated at a profit, but so far we have not learned of any bids 
being made by private capital, looking to the taking over of the 
barge line. 

“The federal government is now competing with private 
capital in the business of transportation, and the government 
is also competing with private capital in other lines of business, 
such as sugar when the barge line is granted low rates from 
New Orleans and Mobile, to points far removed from its termini. 

“The Savannah Sugar Refining Corporation is one among 
a number of manufacturers and distributors who have invested 
large sums of money to serve their territory. The constitute 
a goodly portion of the public, and pay large sums in taxes to 
the federal government, a portion of which goes to the mainte- 
nance of the barge line, which now maintains low rates to cer- 
tain points to our detriment, and now proposes to increase that 
1OFTICOTY.. +... os 

“The holders of railroad securities are also a part of the 
public, and expect a reasonable return upon their investment, 
but we do not see how our rail carriers are to be fostered and 
preserved in full vigor if the Inland Waterways Corporation is 
to be granted additional territory, with the resultant loss of 
revenue, as the barge line rates are made a differential under 
the rail rates, and then the rail carriers are forced to allow the 
barge line a proportion for its service.” 

The Savannah corporation further said that the chief sup- 
porters of the barge line’s complaint were its competitors “whose 
design is to get a reduction in transportation costs for them- 
selves no matter what the consequence to others.” 

“Even the costs of this litigation are being borne for them 
by the government in support of some intangible claim as to 
the rights of the barge line,” the intervener said. “But the 
facts are simply that on sugar the only result of granting relief 
under this complaint will be to aid the sugar refining interests 
at New Orleans and break the back of the Savannah Refinery. 
The price of sugar to the public will remain the same. .. . 

“This complaint seeks an undue and artificial extension 
of the rivers to the serious hurt of other citizens and other 
interests, and, so far as sugar is concerned, can be characterized 
as a misuse of government funds. Our competitors at New 
Orleans state upon the record (p. 270) their selfish purposes 
and we ask the government, through the Commission, not to 
aid and abet them in their plan.” 

The intervener said further that, on the record, it was 
abundantly shown that the Warrior service could not transport 
sugar more cheaply than the railroad; that the Warrior service 
could not transport sugar at the level of rates requested with- 
out incurring heavy losses that must be made up by the govern- 
ment. 

Referring to remarks of the Commission in 77 I. C. C. 317, 
353, to the effect that the Mississippi-Warrior service was for 
the purpose of testing the possibilities of transportation by barge, 
the intervener said that, with the tremendous resources behind 
it, “the test can be continued until our refinery is bankrupt.” 


WATER CARRIER STATISTICS 


The Commission, through its bureau of statistics, has issued 
its annual tabulation of selected financial and operating data 
from annual reports of carriers by water reporting to the Com- 
mission for the calendar year 1926. Total figures showed the 
following: 


; Investment in real property and equipment, $194,621,225; other 
investments, $20,948,586; cash, $7,499,444; material and supplies, $2,289,- 
243; total working assets, $31,239,720; capital stock $88,477,909; 
unmatured funded debt, $35,850,878; total working liabilities, $43,218,- 
050; accrued depreciation, $56,869,958; total corporate surplus, $30,038,- 
690; freight revenue, $83,370,423; passenger revenue, $40,601,927; oper- 
ating revenues, $131,450,195; operating expenses, $119,628,505; tax 
accruals, $2,386,689; operating income, $9,425,662; net income, $5,236,336; 
dividends declared, $5,615,858; number of employes, 45,813; compen- 
sation, $50,361,238. 
The figures cover 142 companies. 


N. Y. APPRAISER’S STORES CONGESTION 


Appraiser of the Port, F. J. H. Kracke, has issued a re- 
quest to merchants to withdraw cases which have been passed 
by his office. He charged that importers were using the United 
States Appraisers’ Stores as a warehouse for their goods and 
declared that merchants can help very considerably in reliev- 
ing the present congested situation by withdrawing their mer- 
chandise. In a letter addressed to a New York customs broker- 
age house, Appraiser Kracke says. 


To give increased facilities for the carrying on of the work of 
the Appraiser’s Stores, importers and their representatives could 
help very materially by withdrawing cases which have been examined 
and passed by my office. 

There are at present in the Appraiser’s Stores fully 7,000 cases 
ready for immediate delivery, exclusive of approximately 2,500 cases 
on which advances have been made either in value or in rate, or 
Which are not legally marked in accordance with the law, all of 
which, however, can be secured by the importers upon compliance with 
the regulations, making a total of over 9,000 cases that have been 
passed by the examiners. 
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BOARD ABSORBS CORPORATION 


The Trafic World Washington Bureau 


The Shipping Board October 13 effected a reorganization of 
the Fleet Corporation whereby the board took charge of its ship 
operating agency in name as well as in fact. The seven mem- 
bers of the board became the trustees of the Fleet Corporation 
and Chairman O’Connor, of the board, was elected president of 
the Fleet Corporation. General A. C. Dalton, who had been 
president of the corporation, was made vice-president and gen- 
eral manager of the corporation. General Dalton and six other 
officials of the Fleet Corporation had been the trustees. This 
action restored the relationship between the board and its op- 
érating agent that existed prior to the chairmanship of A. D. 
Lasker in 1921. 

A “great-to-do” was made in 1921 by the board when it 
“divorced” the Fleet Corporation. Now it has married the 
corporation. Under the merchant marine act, the final authority 
always has rested in the board and not in the Fleet Corporation, 
its agent. It has been no secret for some time that the board 
has been exercising complete control over the corporation. 

Chairman O’Connor, in announcing the action taken by the 
board, said the idea was to have a “set-up” akin to that of a 
great corporation in the commercial world and under which 
the executive in charge of the fleet would report to the board, 
sitting as a board of directors. General Dalton, said the chair 
man, would have the same administrative powers and duties 
heretofore exercised by him as president, and he would be 
responsible to the board of trustees, now the Shipping Board, 
for results in operation. 

E. A. Kelly and J. Caldwell Jenkins were continued as vice- 
presidents of the Fleet Corporation, as heretofore. 

General Dalton said the arrangement was satisfactory to 
him. 

Chairman O’Connor said it was his belief that the change 
“will have the effect of facilitating the carrying on of the work 
which has been accomplished during the past year, which, from 
the standpoint of administrative and operating results, has been 
one of the most successful in the history of the Merchant Fleet 
Corporation.” General Dalton said operating costs in August 
had been reduced 31 per cent as compared with August last year. 

It was believed that the action taken by the board would 
tend to remove causes for friction between the Fleet Corporation 
and the board, such as developed in the past because the presi- 
dent of the corporation was under the impression that he had 
some authority. When Admiral Palmer was president of the 
corporation he got into trouble with the board because he acted 
as he thought the president of a great corporation should act. 

In connection with the action of the board it was recalled 
that President Coolidge had recommended to Congress legal 
separation of the board and Fleet Corporation and the placing 
of the latter under the direction of a single executive. 

Chairman O’Connor, of the Shipping Board, called on Pres- 
ident Coolidge October 11. It was said that the chairman went 
over the ocean shipping situation with the President. 


LOWER OCEAN RATES 


The Traffic World New York Bureau 


Lower rates and a decreased volume of business for the 
remainder of October, uncertainty as to November, and the 
advice of brokers that shippers should immediately cover their 
requirements for the latter month in anticipation of a revival 
of demand, were the principal features of the full cargo mar- 
kets during the last week. The situation at present is decidedly 
unsatisfactory from the viewpoint of shipowners. They have 
been expecting better interest during October and accordingly 
have been holding for higher rates in most instances. They 
have been disappointed and many of them have been forced 
to accept practically “distress” rates in order to get business 
for vessels in prompt position. Ships ready for October load- 
ing are finding it difficult to close contracts. 

The November situation has not yet developed. Rates are 
low at the moment. The leading brokers hold that the new 
grain crop must be moved, and that Montreal business will 
suddenly come to the fore with a rush before the close of navi- 
gation, carrying with it an increase in rates. They are advising 
their clients not to be caught asleep. 


As the market stands at present, charters have been closed 
at 14% cents for heavy grain from Montreal to Hamburg or 
Bremen, with an option of barley at 15% cents, which is a 
substantial concession from previous October charters. The 
Antwerp-Rotterdam rate is 14 cents for heavy grain for Octo- 
ber. Fixtures have been made from Atlantic ports to the 
Mediterranean for November-December loading at 17 to 18 
cents, and 13% cents to Antwerp-Rotterdam. The South Amer- 
ican coal trade is slightly better, with a fixture at $4 a ton 
from Hampton Roads to Rosario for October, and indications 
that further business can be closed at this figure. 

The action of the Cuban Legislature in providing further 
restriction on the sugar crop for next season has not resulted 







































































































































































in the anticipated strengthening of the charter market for that 
trade. Rates are maintained at about the previous levels. 

There was considerable interest among steamship officials 
in the information that J. H. Winchester & Co., of New York, 
had made an offer to the Shipping Board for charter of the five 
combination passenger-and-freight vessels of the American Mer- 
chants Line, operating between New York, Plymouth and Lon- 
don. Officials of the Company refused to discuss the matter byt 
it is learned that the offer was rejected by the Shipping Board. 
The Winchester proposal was submitted to General Dalton in 
response to a circular letter addressed to all managing operators 
asking their opinion on the so-called Purdy Plan for a new 
operating agreement under which the managing agents would 
assume part of the financial risks involved in operation instead 
of receiving a flat commission of 5 per cent on import and 2% 
per cent on export cargoes. 

The Winchester plan provided for taking over the fleet on 
a bare boat charter basis for one year, paying the rate of 45 
cents a ton for each of the 8,100-ton vessels, or a total of 
$220,000 a year with a renewal option for the second year at 
an increase of 10 per cent. The Shipping Board would have 
the right to revoke the agreement at 30 days’ notice. 

Under the bare boat charter agreement the Winchester 
firm would assume all operating expenses. The Merchant 
Marine Act permits the Shipping Board to charter tonnage and 
the Board has set a precedent in its previous charters of oil 
tankers to private companies on a bare boat basis. In this 
case, however, the Board was apparently reluctant to charter 
passenger vessels in view of the fact that Congress at the next 
session will be called upon to adopt important policies affect- 
ing mail and passenger ships. 

The Winchester firm some time ago offered to buy the 
American Merchants Line and charter the United States Lines 
in addition to building two large vessels as running mates for 
the Leviathan. This proposal was rejected by the Board. It 
is understood that in the latest Winchester offer no application 
was made for any special allowance for carrying United States 
mails but the Board was asked to use its influence to have as 
much mail as possible routed on the line. 


CHARTER OFFER REJECTED 


The Shipping Board has rejected an offer of J. H. Win- 
chester & Co., managing operators of the American Merchant 
Line, to charter five cargo-passenger vessels of the line on a 
bareboat basis. The board decided that the proposed agreement 
would not be to the best,interests of the government. 


WATER RATE ON ROOFING PAPER 


A petition for reconsideration that, according to the peti- 
tioner, contains “strong language,” has been filed with the Ship- 
ping Board in No. 27, the Continental Roofing & Manufacturing 
Co. vs. Baltimore & Carolina Steamship Co., by H. E. Manghum 
and other counsel for the roofing company. In this case com- 
plainant sought a rate of 29.5 cents on roofing paper from 
Baltimore to Miami and reparation to that basis, while the 
board fixed a rate of 55 cents. 

Referring to its briefs, complainant said it knew the board 
could not have read them in the light of the evidence in the 
case “and countenanced the issuance of a report so flagrantly 
contrary to law and common sense. We sincerely urge the 
board to read these briefs and not permit itself to be made the 
vehicle for the perpetration of irretrievable injustice to its 
complainant.” 

“It is axiomatic in transportation that the greater the dis- 
tance traveled the less per ton mile earning should be,” counsel 
said. “Stated otherwise, as the distance increases the rate of 
progression for the line haul gradually disappears; and, as the 
water lines have no roadbeds to maintain, this principle should 
be adhered to in much greater degree than in rail transporta- 
tion . . .” Yet, counsel said, the board fixed a rate of 55 
cents from Baltimore to Miami, a distance of 955 miles, pro- 
ducing an earning of 11.5 mills per ton mile that, for example, 
was in excess of the earning per ton mile for 548 miles, the 
shortest distance shown in a table referred to. 

“Could anything be more illogical and insensate?” asked 
counsel. 

Another thing in the board’s report that would be amusing 
if it were not so fraught with injury to complainant, said coun- 
sel, was the holding that because of “well-known” congested 
conditions at the port of Miami, the line-haul rate should be 
increased from 46 to 55 cents. 

“As pointed out in our exception brief,” said counsel, “this 
holding has no parallel or counterpart in the decisions of regu- 
latory bodies dealing with rail and/or water transportation. J 
We believe the board is sufficiently practical to know that the 
proper method of handling a congested terminal situation is 
not by increasing the line-haul rate, but by the placing of em- 
bargoes.” 

Counsel said error was made by the board because a rate 
of 55 cents was fixed on roofing paper, valued at $49 a ton, 
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Baltimore to Miami, higher than the rate on soap, valued at 
$130 a ton, with its attendant risks in transportation. They 
said the record showed and that the report so stated that the 
Miami market was controlled by a competitive roofing manu- 
facturer at New Orleans and that in order to get into the com- 
petitive market at Miami the complainant must absorb the dif- 
ference between the New Orleans and the Baltimore freight 
rate to Miami. 

“Competition has always been considered a most potent 
factor in the adjustment of rates and the one thing which will 
justify a lower rate when all other considerations would not, 
yet the report fixes a rate from Baltimore to Miami 20 cents 
higher than the rate from New Orleans to Miami, building a 
rate wall against the complainant and making doubly sure the 
continued control and dominance of the Miami market by the 
New Orleans competitor,” said counsel. “Had this report been 
written by the New Orleans competitor himself, it could not 
have been more damaging to the complainant and heedless of 
law and facts.” 

Comparing the asked rate of 29.5 cents for a distance of 
955 miles with other rates, counsel said it was the same as the 
rate on roofing applying from Baltimore to Tampa, 1,344 miles; 
as from New York to Tampa, 1,424 miles; greater than the rate 
from New York to Mobile, 1,658 miles; and greater than the 
rate from New York to New Orleans, 1;711 miles. 

“Finally,” said counsel, “while we have used strong lan- 
guage in this petition, it is because we feel strongly the injus- 
tice done to complainant and that the board, with its record for 
doing justice when the merits and the facts of a case are pre- 
sented to it, does not want that reputation besmirched by a 
report and decision so grossly contrary to law and facts and 
common sense.” 


WORLD SHIPBUILDING INCREASE 
The Trafic World New York Bureau 


A revival in shipbuilding throughout the world is noted by 
Lloyd’s Register of Shipping in returns for the quarter ended 
September 30 last, which show that more than 3,000,000 gross 
tons of merchant vessels are now under construction. This is 
an increase of 234,000 tons over the total at the end of the pre- 
vious quarter, almost 1,250,000 tons more than last year, and less 
than 100,000 tons below the pre-war peak established June 30, 
1914. 

Great Britain and Ireland continue to lead the world with 
a total of 1,536,416 tons for the quarter, which practically doubles 
its last year’s figure, and shows a gain of 146,000 tons over the 
previous quarter. Germany again ranks second with a total of 
516,245 tons, or an increase of 108,000 tons over the quarter end- 
ing last June, having quadrupled its work on hand in one year. 
All countries but Italy and France, and the United States have 
more tonnage building than a year ago. The United States fell 
from fifth to seventh place among the shipbuilding nations, and 
had only 91,070 tons on hand at the end of the last quarter— 
a decline of more than 50,000 tons from the period ended June 30. 
Italy and Holland held third and fourth positions, respectively, 
at the end of September, though Italy has about 18,000 gross 
tons less than in June and Holland about 8,000. France is now 
in fifth and Denmark in sixth place, the former showing a decline 
of 5,000 tons from the June figure and the latter a gain of about 
17,000 tons. Sweden, with an increase of about 28,000 tons, and 
Russia, with a 5,000-ton gain, are eighth and ninth, respectively, 
each only about 10,000 tons behind the American total. 

A comparison between the last two quarters is given in the 
following table: 


Sept. 30 Sept.30, 1926 
Great Britain and Treland.... .....scccecccecccess 1,536,416 774,797 
RE uceuceae scum uer eros ncleeinine vonseseiawaa 516,245 127,321 
EE cord. le Ugrar clove: Saale Care bicin Ewawie dip aoe tale ware 208,420 278,764 
EEE Avrevwoutcs eho nausesgsena wane seeeseeeowrs 163,824 160,604 
SD: ahs th ciate at cule’ wi einiermarescoraaeiclaWarelae re k-chc@neurie 130,914 134,985 
IES Gls. o 8's: ANoco.dereiadiaheiue didi winnd oa elnn aires ees 6,150 41,923 
I ED aw sroisinieaan.e Hae cid ccheiwie siginetsidareaeecveas 91,070 119,723 
SIS a o5 Givi vigw Xe casae-ccecpaino eninmate 4/ce we rbincieine eae 82,000 45,157 
DEE Bree ave nndewosean tAwatinw i eamnes eedaowem 80,500 48,920 


The construction of motorships features the returns, a 
gain of about 130,000 gross tons being shown by the figures, fol- 
lowing the sharp advance of almost 300,000 tons in the quarter 
ended June 30, when, for the first time, motorship construction 
superseded steam. Germany’s motorships on order show an in- 
crease of 58,000 tons, compared with 25,000 tons for Great 
Britain and Ireland, and of about 45,000 tons for other nations. 

More than half of the present shipbuilding of the world is 
being devoted to motorships, the total of 1,589,000 tons compar- 
ing with that of 1,485,000 tons for all other types of vessels. 
Of the present motorship construction, 41 per cent is now being 
done in Great Britain and Ireland, 15 per cent in Germany, and 
44 per cent in the other shipbuilding nations combined. 

The growing increase in oil production throughout the world 
also is reflected by the returns, which show that the construction 
of oil tankers have made a sharp increase. The quarter ended 
September 30 reveals that 775,632 tons were under way, or an 
increase of 50,000 tons over the previous one. Great Britain 
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and Ireland show a slight gain, America a loss, while practically 
all the advance was made in other countries. 


SHIPPING PAPER CONFERENCE 


Recommendations looking to simplification and uniformity 
of consular procedure throughout the American republics were 
agreed upon at the conference this week of the Pan American 
Commission on Simplification and Standardization of Consular 
Procedure at the Pan American Union. It was decided to recom- 
mend suppression of consular certification on bills of lading. 
Certification of ship’s manifest is to continue. 

As to the uniformity of consular practices the conference 
adopted a proposal recommending that “the requirements and 
practices of all the consular offices of one country with regard 
to shipping documents should be, as far as possible, uniform 
within the territory of any other given country.” It was also 
recommended that shipping documents presented to consular 
officers should be certified and ready for delivery within the 
shortest reasonable time after presentation and not later than 
the next working day. 

Other proposals adopted provided: 





That every effort should be made by consular officers to keep the 
hours of business prevailing in the commercial community in which 
their offices are located, and that they should be open to the public 
as long a time as possible during the day taking into consideration 
the inner workings of the office. 

That the shipper may transmit his documents by mail for cer- 
tification if he is located in another city, but within the jurisdiction 
of the particular consular office, and that he may receive his certified 
copies by mail, provided he complies with the regulations prescribed 
by each country for the service. 

That governments which do not allow private printing and sale 
of consular invoice forms should supply such forms to exporters at 
equitable price. 

That consular officials shall furnish to shippers the necessary 
information for the correct preparation of shipments and of consular 
documents for certification, in accordance with the laws of the country 
of destination. The conference recommended that, unless specifically 
required for special classes of merchandise, the commercial designa- 
tion or current description of goods should be considered sufficient 
for the purpose of the consular invoice. Those countries which require 
a description of goods in terms of tariff nomenclature, the proposal 
added, should permit exporters in case of doubt to give this descrip- 
tion in ordinary commercial terms without, in absence of fraudulent 
intent, being subject to penalty for errors. 


The opening session was addressed by Secretary of State 
Kellogg and by the minister of Colombia, Enrique Olaya, chair- 
man and vice-chairman of the governing board of the Pan 
American Union. Secretary Kellogg urged that trade regula- 
tions be reduced to a minimum to the end that transaction of 
business would be facilitated. 

Recommendation will be made to the various American 
republics that consular fees shall be considered compensation 
for services rendered and not as additional duties, in accord- 
ance with a resolution adopted by the Pan American Commis- 
sion on Simplification and Standardization of Consular Pro- 
cedure. The proposal as adopted was as follows: 


It is recommended that the countries represented at this confer- 
ence resolve that consular fees be considered as compensation for 
services rendered instead of considering them as additional duties. 
It is recommended at the same time that said countries shall seek 
to reduce in conformity with their necessities, their consular charges, 
if it is not possible to establish a fixed tariff. 





OCEAN AGREEMENT APPROVED 


A joint sailing and pooling arrangement between the Ber- 
muda and West Indies Steamship Co., Ltd., and the Royal Mail 
Steam Packet Co., filed in compliance with section 15 of the 
shipping act, has been approved by the Shipping Board. In ex- 
plaining the terms of the agreement the board said: 


The purpose of the agreement is to distribute sailing dates and 
accomplish more economical operation. The parties agree to co- 
operate in the maintenance of a joint service between New York and 
Bermuda during the period from the first Royal Mail sailing in 
December to the last sailing of the Royal Mail steamer in April of 
each year from 1927 to 1930, inclusive. The joint service is to be 
maintained by three vessels, of which the Bermuda and West Indies 
Steamship Company is to furnish two and the Royal Mail Steam 
Packet Company one. Should additional tonnage be required, the 
Royal Mail Steam Packet Company is to have the right to put on 
an additional steamer, while the Bermuda and West Indies Steamship 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic man, broad knowledge traffic mat- 
ters, rates, claims, adjustments, I. C. C. rulings; twenty years’ actual 
experience; will go anywhere. Address P. E. 64, care Traffic 
World, Chicago, Ill. 














EXPERIENCED MAN as assistant traffic manager of manufactur- 
ing plant; good opportunity for advancement; knowledge of south- 
Western rate structure essential. Address A. W. T. 62, care of 
Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic manager or assistant; broad knowl- 
edge all phases traffic work acquired during fourteen years’ actual 
experience; capable of organizing and conducting efficient, up-to-the- 
minute freight traffic department. Address X. Y. Z., care of Traffic 
World, Chicago, Il. 
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TERMINAL WAREHOUSE Co. 


358 W. Harrison St., Chicago 


DECATUR WAREHOUSE CO. 


FIREPROOF 
General Merchandise Storage 
Switching from all Roads. Non-freezing Storage. Pool Cars. 
The natural point for distribution in the Corn Belt of Illinois. 
805-825 North Morgan St., DECATUR, ILLINOIS 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 


Works: Penn. System Telephone Harrison 3486 
Hegewiech, iitinols} Ee, s.B. CHICAGO, ILL. 


TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 


BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 











MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located in Heart of Railread District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Frent Street, MEMPHIS, TENN. 


MEMBERS AWA O.W.A. 


DERER 


SER V/CEeE 


TERMINAL 


BU/ILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


DENVER, COLORADO 


Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


MUSKOGEE, OKLAHOMA 









2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE C0. 
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Company shall furnish any extra sailings necessary to relieve tem- 
porary congestion. 

Gross passenger earnings are to be pooled, the Bermuda and 
West Indies Company receiving 70 per cent and the Royal Mail 30 
per cent. Forty per cent of the gross freight earnings are also to 
be pooled and divided between the carriers on the basis of three- 
fourths to the Bermuda West Indies Company and one-fourth to the 
Royal Mail. No concessions or reductions from basic passenger 
fares or freight rates are to be made except by mutual consent, and 
return passenger tickets are interchangeable as between the vessel’ 
of the two lines. 

Although the division of the pool appears to favor the Bermuda 
West Indies Company, comparison from Lloyd’s Register of the ves- 
sels to be used in the joint service shows that under the agreement 
that carrier will furnish 70 per cent of the gross tonnage. Division 
of the freight earnings is predicated upon the estimated proportion 
of the cargo which the two lines expect to carry during the periods 
covered by the agreement, taking into consideration the more ex- 
tensive patronage of the Bermuda West Indies Company due to the 
fact that it operates throughout the year. 


BOARD AND PRIVATE LINES 


Chairman O’Connor, of the Shipping Board, has issued a 
statement setting forth the view that the board’s responsibility 
does not end with the sale of a Shipping Board line to a private 
operator. He said the board’s duty was to help such a line. 

“In fact,” said he, “I believe it is even more important that 
the Shipping Board support the owners of lines which have been 
sold because by law we are committed to ultimate private own- 
ership, and, being committed to private ownership, we must de- 
fend it whenever and wherever it is instituted. And yet the 
owners of foreign ships will attempt the destruction of private 
operators as fast as ocean lines are taken over for private op- 
eration, employing tactics which they would not dare to use 
against the same lines while being operated by our government.” 

The statement by the chairman was issued in connection 
with remarks made by Henry Herbermann, president of the 
Export Steamship Corporation, who bought from the Shipping 
Board the line operated by that company, in which a more liberal 
policy with respect to mail payments was urged. Mr. O’Connor 
said he would not discuss the form of aid to American ships, but 
that if American lines sold by the board met such foreign com- 
petition that they needed aid, Congress would be asked to pro- 
vide aid if the board could not do so. 





BOSTON WISHES MADE KNOWN 


Representatives of New England interests that desire an 
increase of ocean tonnage for the port of Boston will appear 
before the Shipping Board October 19 to urge the board to do 
something with respect to ocean rates that will reflect Boston’s 
geographical location with reference to United Kingdom and 
European ports. 


CRUISES FOR U. S. LINE SHIPS 

The Shipping Board has authorized the use by the Merchant 
Fleet Corporation of the President Roosevelt and President 
Harding, of the United States Lines, for winter cruises in the 
Mediterranean in January, February and March, 1928. The board 
directed that no cargo be carried in competition with the Amer- 
ican Export Line, a private American Line bought from the 
board in 1925, unless agreement as to cargoes were made with 
that line. 


TO IMPROVE HOBOKEN PIERS 


Authorization of an expenditure of $45,082 for dredging 
work at piers 2 and 4, Hoboken, N. J., has been voted by the 
Shipping Board. The Fleet Corporation recommended that the 
work be done. 


PACIFIC PORTS DECLARED OPEN 


Grays Harbor and Coos Bay, ports on the Columbia River, 
haven been declared open ports by the Shipping Board for board 
vessels. The board directed that, so far as its vessels were 
concerned, the ports should be given every opportunity to de- 
velop their facilities. The board’s action opens these ports to 
all Shipping Board lines serving that area. 


AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Company has chartered 
the Steamship “Fort Armstrong,” from the Nelson Steamship 
Company, together with a substantial amount of space in the 
Steamer “Hanawa” of the Arrow Line, to assist in moving 
eastbound general cargo from San Francisco to New York and 
Philadelphia. Regular service with a sailing every four days 
has been found to be inadequate to handle the traffic at this 
time. 


PARCEL POST REGULATIONS 


Effective at once, parcel post packages addressed for de- 
livery in Siam that weigh more than 11 pounds will be subject 
to a transit charge of 40 cents for each parcel in addition to 
the postage rate of 14 cents a pound or fraction thereof, ac- 
cording to an announcement by W. Irving Glover, second assist- 
ant Postmaster-General. There will be no change in the present 
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transit charge of 20 cents applicable to parcels weighing 11 
pounds or less. 

Effective at once, parcel post packages addressed for de- 
livery in Belgium, Leeward Islands and Spain may be sealed 
with wax, lead seals, or otherwise; to Lithuania and Palestine, 
parcels must be sealed with wax, lead seals or otherwise. 

Effective at once, parcel post packages addressed for de- 
livery in British Guiana, Cyprus and the Kingdom of the Serbs, 
Croats and Slovenes, may be sealed with wax, lead seals or 
otherwise. 

Effective at once, the weight limit applicable to parcel post 
packages intended for transmission via the Haifa-Bagdad motor 
service to Iraq is increased from 11 to 22 pounds. Parcel post 
packages exceeding 11 pounds in weight are subject to a transit 
charge of $5.04 in addition to the regular postage. Parcels 
exceeding 11 pounds in weight must not contain bullion, coin 
or jewelry. 


PANAMA CANAL TOLLS 
In September, 540 commercial vessels passed through the 
Panama Canal and paid tolls of $2,294,432.34, according to a re- 
port received by the Secretary of War from the acting governor 
of the Panama Canal. The tolls collected were the next to the 
highest of record—$2,335,729 for December, 1923. 


AIR MAIL CONTRACT 

A contract for carrying mail by air between Cleveland and 
Louisville, via Akron, Columbus, Dayton and Cincinnati, has 
been awarded to the Continental Air Lines, Inc., of Cleveland, 
by the Post Office Department. The bid was $1.22 a pound. 
The length of the route is 339 miles. Service will be begun 
early in the spring, when the Department of Commerce will 
have completed lighting the airway. All flying will be at night. 
Connection will be made at Cleveland with the New York-Chi- 
cago overnight service, affording a Louisville-New York over- 
night service. Louisville air mail will also connect at Cleve- 
land for westbound Chicago air mail. 


PARCEL POST BY AIR 


With a view to determining what change in the rate on 
parcel post packages now carried by air mail is necessary, 
Postmaster General New has announced that a conference 
between officials of the Post Office Department and air mail 
contractors will be held at the Stevens Hotel, Chicago, on 
October 22. Second Assistant Postmaster General W. Irving 
Glover, Eugene R. White, superintendent of foreign mails and 
Earl B. Wadsworth, superintendent of the contract air mail 
service, will be present at the conference, and assurances have 
been received that a large number of private contractors now 
operating the various air mail routes, will also be on hand. 
At the conference an exchange of views will take place between 
postal officials and private contractors in order to arrive at an 
understanding and agree on a rate of postage for parcel post 
packages carried by air mail which will be satisfactory to all 
parties concerned. 

The present rate on parcel post packages is ten cents per 
half an ounce, the same as first-class mail matter transported 
by air mail. The department does not wish to fix any rate of 
postage on this class of mail matter which will conflict with 
the express business now handled by private contractors, accord- 
ing to the Postmaster General. 

It will be necessary for Congress to sanction any change in 
the existing air mail law before a new parcel post rate can be 
promulgated by the Post Office Department. 


COAL PRODUCTION AND SHIPMENT 


“For the first time in any week since April 1, the production 
of soft coal has passed the 10-million-ton mark,” says the Bureau 
of Mines of the Department of Commerce in its weekly coal 
Statement. “The total production in the final week of Sep- 
tember, including lignite and coal coked at the mines, is esti- 
mated at 10,069,000 net tons. Compared with the output in 
the week ended September 24, this shows an increase of 198,000 
tons, or 2 per cent.” 

The total amount of anthracite produced in the week ended 
October 1 was estimated at 1,641,000 net tons, an increase of 
122,000 tons over the output in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended October 2 totaled 866,704 net tons, as compared 
with 905,635 tons the preceding week. This brought the total 
for the season to October 2 to 27,266,980 tons, as compared with 
22,673,768 tons for the corresponding period of 1926. Anthracite 
shipped from Lake Erie ports the week ended October 2 totaled 
63,250 net tons, as compared with 66,790 tons the preceding 
week. The total for the season to October 2 was 1,445,149 tons, 
as compared with 2,186,462 tons for the 1926 period. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 1 totaled 375,668 net tons, of which 
236,680 tons were for New England delivery. From Charleston, 
S. C., the total was 14,269 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended September 24 were 
reported as follows: Bituminous, 2,494; anthracite, 3,238. 
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125 miles from New York, 
25 miles from Philadelphia, 
75 miles from Baltimore— 
that’s Wilmington, 
Delaware. 


Railroad and truck lines 
radiate in every direction. 
There is nothing to hold up 
shipments here. The cars 
set in and get out. That’s 
what you want. That’s what 
the roads like—and we like 
it, too. 

Why not make Wilmington 
your distributing center? 


Write for terms and other 
details or, better still, grant 
us a personal interview. 


Charles H. Gant, Manager 
Wilmington Marine Terminal 
Wilmington, Delaware 


WILMINGTON 


on the Delaware 
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The Port of Houston, Texas 


x de ke 


IFTY miles closer by WATER 
—e@ tO the vast markets of the 
Sy¥e Southwest— 


Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 


Louisiana 
Oklahoma 
Arkansas 
New Mexico 
Arizona 
Colorado 


The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


In Picture, Text and Tarift. 


THIS BOOK IS FREE 


xRR 


Address 


The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 

























BIG ROAD FIGURES 


Large Class I steam railroads had an aggregate net railway 
operating income of $578,041,711 in the eight months ended with 
August as compared with $629,350,146 in the same period of 
1926, according to the monthly statement prepared by the bureau 
of statistics of the Commission on operating revenues and oper- 
ating expenses of roads with annual operating revenues above 
$25,000,000. In August the net was $100,499,901, as compared 
with $111,171,357 in August, 1926. 

The figures for the individual roads’ operating revenues, ex- 
penses, net railway operating income and operating ratio for 
August, 1927, and August, 1926, follow: 























Net Oper- 

railway ating 

Operating Operating operating ratio 
revenues expenses income % 





Total—Roads reported: 
1927 $475,714,061 $336,189,189 $100,499,901 70.7 
1926 492,457, 242 342,023,867 111,171,357 69.6 




















New England Region: 
Boston & Maine— 














1927 6,935,586 5,087,023 1,315,399 73.4 
1926 q, 065, 439 5,247,394 1,324,647 74.3 
New York, New Haven & Hartford— 
1927 12,329,795 8,506,664 2,663,443 69.0 
1926 12,044,495 8,764,826 2,180,700 72.8 
Great Lakes Region: 


Delaware & Hudson— 
1927 4,002,618 2,873,406 1,016,950 71.8 
1926 4,310,852 2, 362, 274 1,401,229 66.4 
Delaware, Lackawanna & Western System— 
927 7,553,240 5, 065,848 1,841,220 67.1 
1926 7,911,947 5 "191,314 2,075,266 65.6 
Erie (including Chicago & Erie)— 
1927 10,893,543 8,554,766 1,530,161 78.5 
1926 §=©11,817,905 8,627,871 1,916,655 76.2 


1927 7,015,477 5,085,116 1,385,458 72.5 

1926 7,426,448 5,236,625 1,706,069 70.5 
Michigan Central— 

1927 8,546,066 5,625,696 2,299,531 65.8 

1926 8, 628, 222 5, 713,521 2,312,003 66.2 

New York Central (including Boston & Albany )— 

1927 34,550,905 25,410,998 6,595,916 73.5 

1926 35,222,801 25,022,881 7,529,124 71.0 
New York, Chicago & St. Louis— 

1927 4,671,845 3,324,262 869,909 71.2 

1926 4,718,826 3,454,479 839,836 73.2 


1927 4,349,213 2,731,406 1,278,420 62.8 
1926 4,281,570 2,802,108 1,107,807 65.4 
Pittsburgh & Lake Erie— 







































































































































































Lehigh Valley— 










































































Pere Marquette— 


1927 2,919,213 2,263,642 847,317 77.5 

1926 2,935,669 2,272,757 827,706 177.4 
Wabash— 

1927 5,841,459 4,424,282 940,688 75.7 


1926 6,460,686 4,670,270 1,282,459 72.3 
Central Eastern Region: 
Baltimore & Ohio— 








THE TRAFFIC WORLD 





Operating Operating 
revenues expenses 
Chicago, Milwaukee & St. Paul— 
1927 $14,967,419 $ 12,219,175 
1926 14,374,413 11,483,078 
Chicago, St. Paul, Minneapolis & Omaha— 
1927 2,445,050 2,090,332 
1926 2,365,707 1,878,441 


1927 11,003,397 6,779,928 

1926 11,512,710 6,711,582 
Minneapolis, St. Paul & Sault Ste. Marie— 

1927 4,533,631 3,075,228 

1926 4,294,023 3, 173, 525 


1927 8,367,550 6, 009,351 

1926 at 056, 578 5,672,323 
Oregon-Washington R. R. & "Navigation Co.— 

1927 3,035,726 2,018,244 

1926 = "203, 588 1,982,373 


Central Western Region: 
Atchison, Topeka & Santa Fe— 
1927 18,005,420 12,089,729 
1926 20,050,893 11,308,791 
Chicago & Alton— 
1927 2,456,083 1,958,135 
1926 2,953,625 2,137,770 
Chicago, Burlington S \ om ncy— 
192 15, 184, 344 9,380,335 
1926 14,668,136 9,807,712 
Chicago, Rock dsland & Pacific— 
1927 12,302,340 8,735,164 
1926 12,640,848 8,189,333 
Denver & Rio Grande Western— 
1927 3,086,716 2,294,036 
1926 3,230,702 2,243,898 
Oregon Short Line— 
1927 3,318,291 2,258,673 
1926 3,507,236 2,246,360 
Southern Pacific (Pacific Lines)— 
1927 19,725,127 12,822,530 
1926 19,717,784 ] 


1927 11,592,818 6,914,843 
1926 §=©11,196,779 7,009,887 


Great Northern— 


Northern Pacific— 


Union Pacific— 


Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1927 2,638,181 1,888,810 
1926 3,510,156 1,971,660 
Missouri-Kansas-Texas— 
1927 3,124,651 1,833,562 
1926 3,263,096 2,273,508 
Missouri-Kansas-Texas of Texas— 
1927 1,642,199 1,195,004 
1926 2,002,352 1,424,443 


1927 11,020,931 8,084,343 

1926 11,676,065 8,751,940 
St. Louis-San Francisco— 

1927 7,692,510 4,982,084 


1926 8,036,904 5,309,702 
Texas & New Orleans— 
1927 6,198,693 4,893,309 


1926 6,175,256 4,757,579 


Missouri Pacific— 


Texas & Pacific— 










1927 22,104,324 15,641,237 5,177,151 70.8 

1926 23,086,218 16, "200, 733 5,702,856 70.2 
Central of New Jersey— 

1927 5,505,257 3,569,675 1,392,113 64.8 

1926 5, 719, 682 3,667,156 1,442,705 64.1 
Chicago & Eastern Illinois— 

1927 2,310,102 1,839,790 214,281 79.6 

1926 2,536,732 1,820,633 438,889 71.8 


1927 3,020,143 
1926 2,954,338 


2,275,919 
2,089,917 
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Net Oper- 
railway ating 
operating ratio 
income 


$ 1,225,638 
1,679,705 


127,52 
343,31 


3,024,479 
3,731,803 


1,048,396 
747,376 


1,883,436 
2,746,155 


663,607 
894,376 


4,267,198 
6,486,677 


196,080 
505,712 


4,106,930 
3,420,723 


2,489,661 
3,359,884 


683,526 
871,194 


689,934 
902,928 
4,813,922 
5,203,721 


3,441,662 
3,002,407 


521,775 
1,251,482 


1,022,710 
750,952 


218,815 
328,114 


2,149,166 
2,002,339 


2,272,000 
2,233,365 


701,797 
962,840 


436,495 
644,827 
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The corresponding figures for the eight months ended with 


August follow: 



















Cleveland, Cincinnati, Chicago & St. Louis— 
1927 8,337,780 6,146,711 1,623,626 73.7 
1926 8,571,264 6,139,935 1,930,125 71.6 
Elgin, Joliet & Eastern— 


1927 2,067,232 1,519,416 278,788 73.5 

1926 2,336,338 1,454,758 574,953 62.3 
Long Island— 

1927 4,042,360 2,314,171 1,137,025 57.2 

1926 4,039,338 2,222,468 1,128,193 55.0 
Pennsylvania— 

1927 58,285,019 42,490,334 10,247,998 72.9 

1926 62,303,359 45,032,409 11,739,378 72.3 
Reading— 


1927 7,945,290 5,976,622 1,627,517 . 75.2 
1926 8,138,901 6,153,445 1,676,226 75.6 
Pocahontas Region: 
Chesapeake & Ohio— 





1927 12,334,826 7,678,840 3,946,525 62.3 
1926 §=11,874,371 7,683,011 3,589,754 64.7 
Norfolk & Western— 
1927 9,890,974 5,834,598 3,455,722 59.0 
1926 10,739,796 6,187,752 3,585,208 57.6 
Southern Region: 
Atlantic Coast Line— 
1927 5,206,790 4,935,354 6,612 94.8 
1926 6,331,775 5,669,090 151,375 89.5 
Central of Georgia— 
1 2,271,896 1,666,117 473,388 73.3 
1926 2,624,192 1,960,646 481,081 74.7 
Illinois Central— 
1927 13,315,168 10,226,341 2,251,701 75.7 
1926 13,436,880 10,270,542 2,209,993 76.4 
Louisville & Nashville— 
1927 13,040,000 9,492,504 2,833,741 72.8 
1926 12,646,705 9,239,318 2,746,438 73.1 
Seaboard Air Line— 
1927 4,487,607 3,481,868 776,185 77.6 
1926 5,256,123 3,895,447 996,120 74.1 
Southern— 
— 12,515,316 8,333,733 3,331,429 66.6 
1926 13,294,551 9,052,497 3,288,387 68.1 
Yazoo & Mississippi Valley— 
1927 2,252,092 1,909,629 103,909 84.8 
1926 2,519,697 2,024,635 209,272 80.4 
Northwestern Region: 
Chicago & North Western— 
1927 14,631,848 10,380,406 3,053,128 70.9 
1926 14,265,271 10,507,315 2,707,013 73.7 





Total—Roads reported: 


1927 $3,489,631,146 $2,635,121,294 $578,041,711 
1926 3,557,724,178 2,653,884,841 629,350,146 


New England Region: 
Boston & Maine— 
1927 51,512,036 39,093,620 
1926 53,612,549 40,569,762 
New York, New Haven & Hartford— 
1927 92,132,974 67,418,501 
1926 93,072,409 69,067,997 
Great Lakes Region: 


Delaware & Hudson— 
1927 28,402,309 23,223,039 
1926 29,774,179 22,353,435 
Delaware, Lackawanna & Western System— 
1927 56,080,756 40,418,191 
1926 57,333,274 40,665,581 
Erie (including Chicago & Erie)— 
1927 80,961,699 65,717,322 
1926 80,207,888 65,130,478 


1927 49,611,286 39,635,221 

1926 52,181,753 39,379,722 
Michigan Central— 

1927 60,582,488 41,946,191 

1926 64,129,812 43,428,856 
New York Central (including Boston & Albany)— 

1927 258,740,347 195,224,134 

. 1926 261,796,986 194,517,423 

New York, Chicago & St. Louis— 

1927 35,913,780 26,063,649 

1926 36, 096, 115 26,359,591 


1927 29,854,414 21,110,245 

1926 29,594,224 20,849,109 
Pittsburgh & Lake Erie— 

1927 22,074,766 18,025,991 

1926 21,998,585 17,809,773 


1927 44,731,137 34,882,416 
1926 46,490,741 35,207,265 
Central Eastern Region: 
Baltimore & Ohio— 
1927 165,818,399 124,343,477 
1926 165,359,994 123,386,118 
Central of New Jersey— 
1927 39,209,812 29,176,763 
1926 39,138,843 28,110,914 


Lehigh Valley— 


Pete Marquette— 


Wabash— 


8,154,071 
8 1853,698 


15,153,809 
15,690,826 
4,067,231 
6,567,847 


10,909,225 
11,981,141 


9,111,882 
9,491,662 


6,445,171 
8,995,362 


14,272,136 
15,705,008 


43,430,038 
47,499,615 


6,307,410 
6,430,419 


6,128,493 
6,082,955 


5,607,867 
5,725,538 


5,522,718 
6,873,747 
31,419,156 
32,175,601 


6,860,756 
6,757,662 
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‘THE COME 
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wo comets have a way of 

appearing, creating a “nine 
day’s wonder,” and then jaunting 
off into space for seventy years 
or so before they again flash across 
the horizon of man. 


But ‘‘The Comet’’ of the 
Pennsylvania is one that can be 
harnessed and made to turn the 
wheels of industry. It is a big 
freight train that carries impor- 
tant cargoes to St. Louis and via 
connecting lines to the great 
Southwest. Therefore, it is a very 
useful member of the Pennsyl- 
vania’s family of freight trains. 

Every evening “The Comet” 
leaves the Atlantic Seaboard with 
cargoes from many Eastern mar- 
kets, and rolls toward the big city 











- — ——— 


THE TRAFFIC WORLD . 


cee 
we 1 






ae vers Cy <p) Th ahaa 


©: RRL poet 


“THE Comet” ts one of the great fleet of 60 named Penn- 
sylvania freight trains that have set remarkable records for 
regularity and dependability of on time arrival 


on the Mississippi. In its charge 
is important freight of every de- 
scription, goods that must reach 
their destinations on time. And 
this train has acquired the habit 
of being regularly on schedule. 





Here are three other Penn- 
sylvania freight trains 
whose regular on time ar- 
rivals have earned them 
distinctive names: 


‘“*THE WHITE MOTH”’ 
Perishable— Merchandise 
Seaboard Cities to Fort Wayne 


“THE THOROUGHBRED”’ 
Live Stock 


Indianapolis to Pittsburgh 
and Seaboard Cities 


‘“‘THE VIRGINIAN”’ 
Perishable—Merchandise 
Chicago to Columbus 





- ~ that blazes a trail to new records 


Cutting Down Inventories— 


Building Profits 


Greatly increased efficiency in 
freight transportation has enabled 
manufacturers, jobbers and re- 
tailers in the Western territory to 
cut down inventories and build 
up profits. And in the task of 
keeping Eastern shipments flow- 
ing steadily into the markets of 
the West “The Comet” and other 
dependable Pennsylvania freights 
are playing an important part. 
In addition to handling the St. 
Louis trafic “The Comet” hauls 
freight bound for Indianapolis and 
vicinity. Consignees in that terri- 
tory, as well as in St. Louis, have 
found it a reliable carrier—one that 


maintains its schedule regularly and 
dependably month after month. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RaILROAD 
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TT 
vaNet, Oper: REVENUE FREIGHT LOADING JA 
Oo ating Oo ating i i . . 
ot pe a rash eae arr Cars loaded with revenue freight the week ended October 1 
Chicago & Eastern Illinois— , a . totaled 1,126,390,-according to reports filed by the railroads with 
ps Wie ee Lat Le gk ae as the car service division of the American Railway Association. 
Cleveland, cea: Chicago & St. Louis—’ is i Compared with the preceding week this was an increase of 
927 61,200,361 47,070,779 9,945,651 76°! . i i i . 
1926 61'810°517 46205053 11117025 74:8 522 cars, increases over the week before being reported in the 


Elgin, Joliet & Eastern— loading of live stock, coal, coke and merchandise and less than 


1927 16,924,050 11,366,196 3,550,075 67.2 carload freight, and decreases in the loading of grain and grain 
—— 1926 17,854,451 11,498,833 4,085,077 64.4 products, forest products, ore and miscellaneous freight. The 
al <a 1927 27,145,535 20,490,603 3.529.798 75.5 otal for the week ended October 1 was a decrease of 53,659 
1926 26,295,616 19,075,008 3,955,614 72.5 Cars under the same week last year, but an increase of 13,107 
etait 1927 447,157,680 343,491,126 69,320,502 76.8 ae ee ee eee eee ae 

1926 458°350/151 358,756,766 65,093,474 78.3 Revenue freight loading by districts the week ended Octo- 
Reading— ber 1 and for the corresponding period of 1926 was reported 

1927 62,044,027 48,467,519 10,808,154 78.1 ag follows: 

1926 63,434,138 48,323,514 12,745,657 76.2 s 


Pocahontas Region: Eastern district: Grain and grain products, 7,083 and 8,359; live 
Chesapeake & Ohio— stock, 2,887 and 3,136; coal, 42,727 and 53,028; coke, 2,418 and 3,375; 


1927 90,310,155 60,842,045 24,910,691 67.4 forest products, 5,014 and 5,238; ore, 5,007 and 6,588; merchandise, 
1926 85,948,905 59,920,069 22,936,428 69.7 L. C. L., 72,008 and 73,262; miscellaneous, 107,976 and 112,343; total, 
Norfolk & Western— 1927, 245,120; 1926, 265,329; 1925, 249,135. 
1927 75,059,329 47,219,765 22,924,608 62.9 Allegheny district: Grain and grain products, 3,227 and 3,656; 
1926 76,235,213 46,202,945 25,484,968 60.6 live stock, 2,682 and 2,725; coal, 44,943 and 55,163; coke, 4,618 and 
Southern Region: 5,592; forest products, 2,995 and 3,500; ore, 10,342 and 14,081; mer- 
Atlantic Coast Line— chandise, L. C. L., 57,654 and 59, 863; miscellaneous, 95,964 and 93,231; 
1927 55,937,081 43,378,763 8,479,416 77.5 total, 1927, 222,375; 1926, 237,811; 1925, 215,736. 
1926 66,828,944 17,326,660 12,838,895 70.8 Pocahontas district: Grain and ‘grain products, 211 and 285; live 
Central of Georgia— stock, 322 and 260; coal, 46,113 and 438,239; coke, 316 and 638; forest 
1927 18,527,283 14,186,733 3,208,247 76.6 products, 1,981 and 1,631; ore, 113 and 231; merchandise, L. C. L., 
, 1926 21,056,930 16,041,960 3,613,959 76.2 8,046 and 8,481; miscellaneous, 6,914 and 5,577; total, 1927, 64,016; 1926, 
Illinois Central— 60,342; 1925, 57,537. 
1927 103,462,597 78,436,013 17,334,935 75.8 Southern district: Grain and grain products, 3,518 and 3,614; live 
. 1926 103,021,463 79,474,479 = -16,715,750 77.1 stock, 2,264 and 1,883; coal, 30,954 and 29,447; coke, 617 and 853; forest 
Louisville & Nashville— : ae Ais _., products, 22,069 and 21,632; ore, 1,232 and 1,296; merchandise, oe hn 
1927 96,829,815 75,925,564 15,852,446 78.4 43,966 and 43,090; miscellaneous, 64,845 and 66,435; total, 1927, 169,469; 
1926 7,510,880 74,021,678 18,356,620 75.9 1926, 168,250; 1925, 167,114 
Seaboard Air Line— as Pte ti a i rai ‘od 23,710 and 
1927 42,529,341 31.983.046 7.365.062 75.2 Northwestern district: Grain and grain products, ’ an 
1926 47,074 943 34 640,414 7'843°814 73.6 14,286; live stock, 8,790 and 11,578; coal, 10,754 and 10,979; coke, 1,250 
Southern— elem ror ees " and 1,383; forest products, 15,946 and 18 ,307; ore, 32,251 and 44,871; 
1927 97,798,778 70.823.798 19,820,711 72.4 merchandise, kk. C, En, 85,2 66 and 34, 535; miscellaneous, 44,345 and 
1926 102°475025 72°354'927 -22'145°891 70.6 47,659; total, 1927, 172,312; 1926, 183,598; 1925, 167,304. 
Yazoo & Mississippi Valley— ee rare . Central Western district: 'Grain and grain products, 11,869 and 
1927 16,761,769 14,520,041 315.660 86.6 13114; live stock, 14,202 and 15,409; coal, 12,778 and_ 21,179; coke, 391 
1926 19 659.657 16050325 1.561.745 81.6 and 319; forest products, 11,243 and 11,723; ore, 3,085 and 4,137; mer- 
. . ere er sch iil : chandise, L. C. L., 35,745 and 36,106; miscellaneous, 75,119 and 71,669; 
Northwestern Region: total, 1937, 164,432: 1926, 173,656; 1925, 171,521. 
Chicago & North Western— Southwestern district: Grain and grain products, 5,276 and 4,933; 


192 1 9 . live stock, 4,338 and 3,638; coal, 5,440 and 7,447; coke, 207 and_ 255; 
1926 100, 67. ote rene as Ligne ty ag forest products, 8,561 and 9,475; ore, 506 and 455; merchandise, L. C. 
Chicago, Milwaukee & St. Paul— ee iin: L., 18,238 and 17,086; miscellaneous, 46,104 and 47,774; total, 1927, 
1927 102,645,490 87,792,537 4,951,626 85.5 88,670; 1926, 91,063; 1925, 84,936. 
1926 103,237,150 85,192,561 9,259,972 82.5 Total, all roads: Grain and grain products, 54,894 and 48,247; live 
Chicago, St. Paul, Minneapolis & Omaha— stock, 35,435 and 38,629; coal, 193,709 and 220,482; coke, a and 
1927 16,955,528 14,159,339 1,303,647 83.5 12, 415; forest products, 67, 809 and 71, 506; ore, 52,536 and 71,659; mer- 











1926 3; 081, 176 14,229,093 1,599,728 83.3 chandise, m @ Da 200 923 and 272,423; miscellaneous, 441, 267 and 
Great Northern— 1927 68,577,366 444,688; total, 1927, 1,126,390; 1926, 1,180, 049; 1925, 1,113,283. . 
5 49,574,104 12,457,702 72.3 " 
1926 — 69,037,773 49,197,729 13,757,506 71.3 Loading of revenue freight this year compared with the two 
Minneapolis, St. Paul & Sault Ste. Marie— previous years follows: 
1926 30,112,623 28,930,903 —«S1S015819 79:5 a roe 136 
- alate aan 501,519 79.5 ive weeks in January............. 4,524,749 4,428,256 4,456,949 
Northern Pacific— in F ry 3,823,931 3,677,332 3,623,047 
1927 57,175,238 45,278,743 9,209,634 79.2 Four weeks in February .......... 4018 295 "90736 3°702' 413 
1926 61361301 46.278 872 12'167'248 75.4 Four weeks in March ............. 4,016,395 3,877,397 3,702,413 
Oregon- Washington RR & Navigation Co.— ee — Five weeks in April............ce. 4,890,749 4,791,006 4,710,903 
1997 — 17 919 753 14 907,200 589.893 83.2 Pour weeks in May.....c.ccccccces 4,096,742 4,145,820 3,869,306 
1926  19/419'847  15°025'754 2.154423 77.4 Four weeks in June ............... 3,974,160 4,089,340 3,965,872 Pl 
— — — , Five weeks in July................ 4,935,397 5,213,759 4,945,091 
Central Western Region: Four weeks in August ............ 4,249,359 4,388,118 4,321,427 
Atchison, Topeka & Santa Fe— Seas weeks te Septembet.......... 4,360,022 4,523,112 4,297,936 
seer 193,173,118 95,288,989 S5,917:688 731 Week ended Oct. 2... ....02ciccccree-e 1,126,390 1,180,049 1,113,283 
. rey ieee emer 
Chicago & Alton— a RE secchewiiintisacses ene 39,997,894 40,314,189 39,006,227 


1927 18,633,456 14,706,865 1,616,148 78.9 


— 20,363,916 15,982,773 2,126,509 78.5 
Chicago, SaaS Quincy 


927 98,984,734 71,246,238 17,289,447. 72.0 REVENUE TRAFFIC STATISTICS 


ee santo ee 550 75,505,867 17,705,967 73.5 Passenger revenue of Class I railroads amounted to $569,- Lo 
. srant927 38, 134,842 67,397,919 12,068,181 76.5 511,349 for the seven months ended with July, as compared 
1926 84,883,622 65,180,922 11,577,922 76.8 with $601,904,661 for the corresponding period of 1926, and $91,- 
Denver & Rio Grande Western— 363,308 in July, as compared with $97,625,857 in July, 1926, 
son a pry pote eae rere Ly according to the monthly statement prepared by the bureau of 
Oregon Short Line— p baie — any ‘*° statistics of the Commission from reports of Class I railroads, 
1927 21,461,340 16,221,489 2,620,464 75.6 exclusive of switching and terminal companies. 
Southern Pacific (Pesthe 22,901,275 16,963,559 = 3,884,422 73.9 Revenue passengers carried in the seven-month period of 
1927 140,138,587 100,007,300 26,173,559 71.4 1927 totaled 486,676,000, as compared with 500,591,000 in the 
Union Pacific 1926 138,940,417 98,428,094 27,068,923 70.8 same period of 1926. In July the total was 70,147,000, as against 
1927 66,548,040 47,115,226 12,244,750 70.8 79-116,000 in July, 1926. 
1926 69,413,537 48,825,921 13,564,216 70.3 Revenue per passenger-mile averaged 2.917 cents in the 
Southwestern Region: seven-month period of 1927, as against 2.955 cents in the same 
Gulf, Colorado & Santa Fe— -_ period of 1926, and 2.731 cents in July, as against 2.787 cents in 
tip Taets | TUGURGS «SSIS FRE Jy, 020, : | 
Missouri-Kansas-Texas— a sine Freight revenue in the seven-month period of 1927 totaled 
— ag tageny ged a 3087s es $2,827,254,844, as against $2,645,331,307 for the same period of 
= SS, 00S, ns 129,318 ; 1926. For July the total was $369,246,223, as against $408,208,696 
Missouri-Kansas-Texas of Texas— 4 . ° " ‘ 
1927 13,570,836 10,537,566 1,258,099 77.6 for July, 1926. 
ne ¢ tei 1926 138,726,762 10,547,155 1,381,485 76.8 Revenue tons carried in the seven-month period of 1927 
ssourl Facilic— totaled 1,330,408,000, as against 1,320,509,000 for the same period 
1326 S6sit2ds «rhoLsTs —-12°388;969 Tr@ Of 1926. In July the total was 191,940,000, as against 211,297,000 
a rr: 55,773,594 39,473,662 13,581,473 70.8 . i 
vito, 219, 001, . Revenue per ton-mile in the seven-month period average¢ 
Texas & New Orlenna— “eveets86 = 40,887,424 = 14,619,561 69.7 19.73 mills, as against 10.89 mills in the 1926 period. In July 
1927 45,729,095 39,027,288 2,555,849 85.3 it averaged 10.71 mills, as against 10.76 mills in July, 1926. 
- a Pets 1926 45,144,351 38,456,460 2,773,052 85.2 Revenue per ton per road averaged $1.975 in the seven- 
exas & Cc 


- ; De s . 4 it 
1927 24,304,939 18,847,955 2,999,467 77.5 month period, as against $2;003 in the 1926 period. In July i 
1926 22,399,799 17,403,022 3,116,111 77.7 averaged $1.924, as against $1.932 in July, 1926. 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


: CHICAGO MATO Pat 
| arke Phonon withie white 
| - area towns where 
DECATUR | DECATUR, ILLINOIS 
| 


LUINOIS WAREHOUSES — <clivers UCL Freight 


at less cost than either 


DECATUR,ILLINOIS = Cricaco or St Louis 
DISTRIBUTION 4~> WAREHOUSING 


NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO 
Brunswick, Ga., and Houston, Texas 
From Pier 1, North River, New York, Saturday noon. 
Pennsylvania Pier 4, Canton (Baltimore), Maryland, Monday night. 
AB and C Terminal, Brunswick, Ga., Thursday. 
For information apply to 


New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK, N. Y. 


Cotton Exchange Building N. Emanuel & Co., Agents 
Houston, Texas Brunswick, Ga. 

Dallas National Bank Building A. L. Richardson, Manager 
Dallas, Texas 515 American Bldg., Baltimore, Md. 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 


BETWEEN 
Philadelphia, Pa., and Houston, Tex. 
SAILINGS: 
From Philadelphia. ..Wednesdays and Saturdays 
From Houston........ Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 
GENERAL OFFICES: 


321 Commercial Trust Bidg., PHILADELPHIA, PA. 


WAREHOUSE 
“Service That Will Satisfy” 


THE MERCHANDISE STORAGE CO. 
U. 8. BONDED 


COLUMBUS, OHIO 
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PANAMA MAIL 8.8. CO. 












Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
2000 Carload PooL CAR DISTRIBUTION 


Capacity 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


1857 CHICAGO 1927 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


70 YEARS’ EXPERIENCE 
Teaming — Motor Trucking — Carload Distribution 


















Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
S.S. ECUADOR.............- October 29 October 31 
Ss. S. COLOMBIA ............ November 26 November 28 
S. S. VENEZUELA........... December 17 December 19 
Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 


OFFIC 
350 Marquette Bidg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 6548 8S. Spring St., Los Angeles, Cal. 








HOTEL COSMOPOLITAN 
DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 


“The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ase’t Manager 





OKLAHOMA CITY, OKLA. 


SWITCHING 
LOW 


INSURANCE 
RATES 
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GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 







































































































In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 


Questions and Answers 


help him in his work. , ‘ 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Delivery at Non-Agency Stations—Liability of Carrier 

Ilinois.—Question: Will you kindly advise when carrier’s 
liability ceases in connection with delivery to a closed freight 
station? 

We have a case before us in which 24 boxes of auto bumper 
guards were shipped to our customer, who happened to take 
delivery at a closed freight station. Upon receiving shipment, 
our customer found that he was one box short, and immediately 
phoned Chicago and we sent out tracer, which developed that 
shipment arrived on March 22, at 3:10 p. m., and was unloaded 
as billed, and the missing box, no doubt, disappeared after 
shipment was unloaded on station platform. In disallowing our 
claim carrier holds that unloading freight at prepaid points con- 
stitutes delivery and terminates carrier’s liability. We, how- 
ever, hold that carrier is guilty of tributary negligence when 
they place freight on a platform with no protection whatsoever 
from pilferage. Should not the shipment be placed under lock 
until delivered? 

Kindly let us have the benefit of your views regarding a 
transaction of this kind. 


Answer: With respect to the delivery of goods at non- 


agency station, the Supreme Court, in decision in Y. & M. V.° 


R. R. Co. vs. Nichols & Co., 256 U. S. 540, said: 


Less-than-carload freight awaiting shipment must ordinarily be 
left on the station platform to be picked up by the passing train and 
lots arriving must be dropped on the platform to be called for by the 
consignee. At such stations the situation in respect to carload freight 
is not materially different. And this is true whether the car be 
loaded for shipment on the public siding or on a neighboring private 
siding, and whether the arriving loaded car be shunted onto a public 
siding or a private siding. There carload, as well as less-than-carload 
freight, whether outgoing or incoming, must ordinarily be left un- 
guarded for an appreciable time. It is not unreasonable that shippers 
at such stations should bear the risks naturally attendant .upon the 
use. The reason why an agent is not appointed is that the traffic 
to and from the station would not justify the expense. The station 
is established for the convenience of shippers customarily using it. 
And the paragraph here in question was apparently designed to shift 
the risk from the carrier to shipper or consignee of both classes of 
freight. It does so in the case of less-than-carload freight by having 
the carrier’s liability begin when the goods are put on board cars 
and end when they are taken off. It does so in the case of carload 
freight by limiting liability to the time when the car is attached 
to or detached from the train. But, at a station where there is a 
regularly appointed agent, it would be obviously unreasonable to 
place upon the shipper after a bill of lading has issued, the risks 
attendant upon the loaded car remaining on the public siding be- 
cause it has not yet been convenient for the carrier to start it on 
its journey. 


We are, therefor, of the opinion that the carrier cannot be 
held liable for goods delivered at such a station. See, in con- 
nection with this question, Morrison Tent, etc., Co. vs. Ill. Cent. 
R. Co., 190 Mo. A. 67, 175 S. W. 220, and Allam vs. Pennsylvania 
R. Co. (Pa.), 38 A. 709. 


Tariff Interpretation—Application of Combination Rule to Lum- 
ber and Forest Products 


Indiana.—Question: We would like your opinion relative to 
application of combination rule in connection with shipments 
of lumber. 

Shipment of lumber originating at point west of the Missis- 
sippi River travels over three lines of railroad to this plant. 
The originating tariff makes no reference to Agent Jones’ Com- 
bination Rule Tariff, I. C. C., U. S. No. 1, but the tariff of the 
other carriers, under which the shipment moves, makes ref- 
erence to the combination rule. We have filed claim with the 
delivering carrier asking that the rate be amended to the basis of 
Agent Jones’ Tariff I.C.C. U.S. No.1. They refuse claim, stating 
that the tariff of the originating carrier made no reference to 
Agent Jones’ Tariff I. C. C. U. S. No. 1, and therefore the rate 
7 ay a ag route was not subject to Agent Jones’ Tariff I. C. C. 

« Bee. 

The principle laid down in the Sligo Iron Case should hold 
in the case of lumber as well. Our contention is that even 
though the tariff of the originating carrier makes no reference 
to the combination rule, the delivering carriers and the inter- 
mediate carrier hold out the promise of a reduction in rate, as 
per Jones’ Tariff I. C. C., U. S. No. 1, by being parties to the 
tariff which does make reference to the combination rule. What 
recourse have we to get this settled on the basis of Agent Jones’ 
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Tariff I. C. C., U. S. No. 1? Can we cite the cases of the Inter. 
state Commerce Commission and have it handled in claim form, 
or will it be necessary for us to present the claim through the 
Commission, asking for reparation? 

Answer: Under the principle of the Sligo Iron Store Case, 
62 I. C. C. 648, 73 I. C. C. 551, the provisions of Agent Jones’ 
Combination Rule Tariff, I. C. C. U. S. No. 1, are applicable in 
constructing a combination rate on lumber. The fact that the 
tariff of the originating carrier made no reference to Agent 
Jones’ Combination Tariff does not, under the Sligo case, pre- 
vent the application of the Combination Rule Tariff, the Com- 
mission holding, in the Sligo case, that where one or more of 
the tariffs publishing the factors of a combination rate make 
reference to the Combination Rule Tariff, there is a holding out 
of a manner of making combination rates on through shipments 
which the carrier whose tariff refers to the Combination Rule 
Tariff must protect. 

The Commission, in the Sligo Iron Store Case, found the 
shipment covered thereby to have been overcharged. A carrier 
may refund the amount of an overcharge without an order from 
the Commission, but if the carrier is not willing to make the 
refund, in the instant case, it will be necessary for you to file 
a complaint with the Commission alleging a violation of section 
6 of the act and asking the Commission for an order of repara- 
tion in the amount of the overcharge. 

Demurrage—Average Agreements 

Ohio.—Question: A question has come up relative to the 
adjustment of car service under the average agreement. We 
have on Carrier “A” five yards. All of these yards are located 
within the switching territory of Cleveland, and we pay the 
freight to one agent at Cleveland. We have another yard on 
the same railroad located at West Park, Ohio. This station is 
also under the jurisdiction of the agent at Cleveland, and we 
pay freight and all adjustments covering freight to the agent 
at Cleveland. 

The carrier refuses to apply cars on the cars handled at 
West Park with the cars handled at Cleveland. We claim that, 
under the circumstances, the one average agreement should 
cover all cars handled in Cleveland, where the charges to our 
various yards are the same; that is, all our yards located within 
the switching territory of Cleveland, and where charges are 
paid to one agent, and the one agent has full jurisdiction over 
all the stations of that railroad at Cleveland, where the same 
rates apply. My interpretation of section G of the demurrage 
act would be that one average agreement is properly applicable, 
although the carrier declines to put this particular yard in with 
Cleveland. 

The same situation occurs on Line “B,” where we have four 
yards, one in Cleveland, and three in Newburg. The one agent 
has full jurisdiction, which extends to all the stations of the 
Pennsylvania Railroad at Cleveland, Newburg included, the 
freight rates to both of these points being the same, as both 
points are within the switching territory of Cleveland. 

We trust that you will advise us as to the legal ruling in 
regard to this matter. We claim, under the circumstances, that 
one average agreement should prevail on all cars in Cleveland 
where one agent has full jurisdiction and where the freight rates 
are the same, and also where they are under the switching rates 
in Cleveland. 

Answer: It is our understanding that if two separate and 
distinct delivery yards are located at one station there should 
be only one agreement. However, if the yards are at different 
stations, there should be two agreements, even if there is only 
one agent over both stations. 

If the accounts of the two distinct freight stations are kept 


separate, the fact of the jurisdiction of one agent over both ° 


stations would not affect the matter of an average agreement, 
and therefore there should be two separate agreements, one for 
each station. 


Freight Charges—Liability of Consignee for Undercharges Not 
Ascertainable by Consignee at Time of Delivery of Ship- 
ment 


New ‘York.—Question: We would appreciate having you 
reply to the following question: 

Shipper forwards tank car of oil on an order notify bill 
of lading consigned to incorrect destination. Consignee imme- 
diately notifies shipper by telegram and refuses draft with bill 
of lading attached. Shipper diverts the car and carrier places 
on the original bill of lading their diversion clause. Bill of 
lading is again presented with draft and accepted by the con- 
signee. Freight charges are presented by the carrier on the 
through rate from shipping point to correct destination. After 
a period of six months has elapsed the delivering carrier presents 
due bill, claiming that car arrived at the incorrect destination 
as specified in the bill of lading prior to the diversion and 
demands local freight from shipping point to first destination 
plus reconsignment charge and local freight from incorrect des- 
tination to final destination. Consignee refuses to honor due 
bill, claiming that, while he accepted the goods, he accepted a 
bill of lading with a diversion clause noted thereon executed 
by the carrier, and referred carrier to the shipper for collection. 
Carrier endeavors to collect the due bill from shipper, who will 
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our Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 


EASTERN REPRESENTATIVES: 


CROOKS TERMINAL WAREHOUSES 
Woolworth Bldg. 417 W. Harrison St. 
NEW YORK CHICAGO 










UNION CITY°;-o WATERBURY 
BEACON FALLSQONAUGATUCK 
ANSONIA 9-OSEYMOUR 
SHELTON g'o OERBY 
DEVON 6 .-o oto NEW HAVEN 


BRIDGEPORT ie es 
SOUTH NORWALK 


LONG ISLAND SOUND 








roms west | Se ES fen OO SEN store poor sever’ += CLYDE, OLD DOMINION, SAVANNAH, 
an ad — ay oun own moToR TRUCKS QZ) yaar ORY and MORGAN S. S. LINES 
CHICAGO, ILL. 


LOCATED NEAR LOOP 


40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 


S00 TERMINAL WAREHOUSES 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 


Space for Rent 
Cool Temperatures 
“THE ECONOMICAL WAY” 


warns 








October 15, 1927 THE TRAFFIC 





WILLIMANTIC @—__..0 JEWETT CITY 
WORWICH 








smmes BOAT SERVICE 


SPEED, ECONOMY, SAFETY AND SERVICE FOR SHIPPERS 


No Trucking, Switching or Draying. Fire-Proof Storage—Automatic Sprinkler. Daily Stock Reports if Desired. 
Finance Through Our Warehouse Receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc. . HOUSTON, TEXAS 





WORLD 867 










Japan, China and 
Philippine Islands 


via Seattle - The Short Route 






















Ship on the big President Steamers 11 days 
across the Pacific. Sailing every other Tuesday 
from Seattle for Yokohama, Kobe, Shanghai, 
Hong Kong and Manila. 


Through bills of lading to other ports. 





T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 







W. G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
1714 Dime Bank Building 110 South Dearborn St., | 
Detroit, Mich. Chicago, Ill. 








L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


















Enjoy the fast and efficient service 
of the 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash., Vancouver, B.C. and Victoria, B.C. 














THRU RATES AND 
DIRECT WATER ROUTES 


1c South Norwalk, Bridgeport, New 
i ree WESTERLY fr OM London and Norwich, Conn. 


ia Cc. F.A., W.T.L., Inter-Mountain, 
t O South and Southwest 




































Represented by 
NATIONAL WAREHOUSING, INC. 
296 Broadway, New York 
37 Drumm St., San Francisco, Cal. 
316 Commercial St., Los Angeles,Cal. 










és am GP 


Write or Wire for Detailed Information—Now ! 
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not acknowledge receipt of any of the carrier’s letters, and the 
carrier now demands the balance due charges from the con- 
signee. 

Answer: The acceptance of goods from the carrier by the 
consignee makes him prima facie liable for the payment of the 
freight charges. C. C. C. & St. L. vs. Fink, 250 U. S. 577; 
N. Y. C. & H. R. R. Co vs York & Whitney, 256 U S. 406. 

However, in Jas. C. Davis, Director-General, vs. Akron Fuel 
& Milling Co., 296 Fed. 275, the court laid down the principle 
that a consignee is not liable for charges where he has no 
knowledge nor equal means with the railroad company of ac- 
quiring knowledge that the entire amount of the charges had 
not been paid at the time the shipment was delivered to him. 

In other words, where a carrier does not, at the time the 
goods are delivered to the consignee, make known to the con- 
signee that additional charges are due over and above the 
amount which can be ascertained by reference to the published 
tariff, the consignee, under the principle of the decision in the 
Akron Feed Company case, above referred to, is not liable for 
a subsequently ascertained balance. The reason of the court 
in this case appears to be sound. 

There are two comparatively recent cases, one of which 
follows the reasoning of the decision in the Akron Feed and 
Milling Co. case, 396 Fed. 675, and the other follows the decision 
in Great Northern R. Co. vs. Hyder, 279 Fed. 783, and W. & A. R. 
Co. vs. Underwood, 289 Fed. 891. 

These cases are Cincinnati Northern R. Co. vs. Beverage, 
8 Fed. (2d) 372, and C. R. I. & P. Co. vs. Central Warehouse 
Co., 14 Fed. (2d) 123, and 20 Fed. (2d) 828. 

In the first case it was held that where a carload of hay was 
consigned to the shipper’s order and prepaid bill of lading was 
issued to the shipper; who was on the railroad’s credit list, 
neither the person presenting the bill of lading nor the one to 
whom the hay was sold and who received actual delivery was 
liable for transportation charges on the failure of the railroad to 
collect from the shipper, especially where no action was taken 
against the shipper, who was not shown to have been insolvent. 

In the other case, it was held that a railroad which de- 
livered a sugar shipment to a warehouse company, to whom 
the consignor had indorsed and delivered a shipper’s order bill 
of lading, reciting that charges had been prepaid, can collect 
unpaid charges from the warehouse company, since by accepting 
such shipment it became Iiable for the carrier’s lawful charges, 
in view of the interstate commerce act. 


State vs. Interstate Traffic 


Missouri.—Question: Carload shipment moves from A to 
B, both located within one state, and the movement is entirely 
within the state. At point B car is sold to another party and 
rebilled by this party to C, located in another state. New bill 
of lading is taken out by the purchaser at B. All charges from 
A to B are paid at B by original consignee. 

Question has arisen as to whether or not shipment is prop- 
erly rateable for the haul from A to B at intrastate rate, which 
is lower than interstate rate. Although delivery is made at B 
to original consignor, character of the shipment and contents 
of the car does not change. 

Answer: If, as we understand, the sale of the car at point 
B took place after the arrival of the shipment at that point, it 
is our opinion that the intrastate rate is applicable for the move- 
ment from A to B. See, with respect to this question, Muse 
Lumber Co. vs. D. G., 85 I. C. C. 267, and Givens vs. D. G., 92 
I. C. C. 63. In the former case the Commission said: 


The sole issue is whether under the facts stated the transporta- 
tion from Hartwell to St. Louis was intrastate or interstate in char- 
acter. Complainant contends that because the freight was paid and 
title passed at St. Louis there was a constructive delivery, and that 
the movements to and beyond that point were separate and distinct. 
Defendant urges that delivery was not consummated at St. Louis, 
and that the transportation up to that point was part of a through 
interstate movement, on which the interstate rate was applicable. 

Whether a shipment is intrastate or interstate ‘“‘must be determined 
by the essential character of the commerce,’’ which is to be ascer- 
tained from all the pertinent facts, circumstances, and conditions, and 
‘not by mere billings or forms of contract.” C. M. & St. P. Ry. Co. vs. 
Iowa, 233 U. S. 334. Upon consideration of all the facts we are of 
opinion that the transportation to St. Louis was part of a continuous 
through movement from Hartwell to an interstate destination. While 
yet in transit the lumber was sold and the bills of lading were in- 
dorsed to a dealer at an interstate point. Control of the shipments 
thus passed from complainant prior to the completion of the original 
contract of transportation. That he had no definite intention of 
shipping beyond St. Louis is, therefore, not material. The party hav- 
ing control of the shipments when they reached the first-billed des- 
tination was at liberty to dispose of them there or to direct their fur- 
ther movement beyond the state and thus fix the actual character 
of the commerce. Atchison & Topeka Ry. vs. Harold, 241 U. S. 371; 
Memphis Merchants Exchange vs. I. C. R. R. Co., 43 I. C. C. 378. 
The second alternative was exercised. 


Tariff Interpretation—Minimum Charge 


Michigan.—Question: Referring to your answer to “Michi- 
gan,” page 692 of The Traffic World of September 24, 1927. 

Would you not consider the provisions of rule 13, section 1, 
of Consolidated Classification broad enough to cover any ship- 
ment not moving on a carload rate and minimum weight? 
Paragraph (a) of this rule provides for either class or commodity 
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rates minimum charge, showing this rule reaches further than 
just the classification. Rule 16, section 1, is subject to rule 13, 
It is evident that it would not be section 2 of rule 13; therefore 
it must be section 1 to which it is subject, and section 1 pro. 
vides for any shipment of less-than-carload freight. Freight 
moving on any-quantity rating cannot be carload freight; there. 
fore it must be less-than-carload. I would consider section 1 
of rule 16 as an explanation that no carload minimum weight 
with its attending lower rating had been established on such 
articles, and must be viewed as less-carload for a minimum 
charge. 

What would the proper charge be if the shipment referred 
to by “Minnesota” on page 366 of the August 13, 1927, Traffic 
World, weighed but 50 pounds? 

Answer: As we stated in our answer to which you refer, it 
is our opinion that rule 13, under its terms, relates solely to 
carload or less-than-carload shipments, there being no provision 
therein for a minimum charge on an any-quantity shipment. 
We do not agree with you that freight moving on an any-quan- 
tity rating, because it cannot be considered carload freight, must 
therefore be less-than-carload freight. In our opinion, it is 
neither, being any-quantity. 

In the absence of a minimum charge, the charge on a ship- 
ment weighing 50 pounds would be the charge for that amount 
at 47 cents per hundred pounds. 

Freight Charges—Demurrage—Liability of Owner of Goods 
Stored by Warehouse in Carriers’ Cars 

Indiana.—Question: Please advise warehouseman’s liability 
regarding demurrage charges, wherein the warehouseman elects 
to load commodity into railroad cars, the same to be used as a 
place to store, account no space available. 

The commodity in question was shipped to the warehouse 
via water. The carriers were not involved in any manner as 
to the inbound transportation. However, the carriers at this 
time are attempting to collect demurrage which accrued on said 
cars from the owner of material. As I understand, the ware- 
houseman is liable for its own negligence.or that of its em- 
ployes. As this particular warehouse held itself open to the 
public as public warehouseman, and, due to the fact that space 
was not available, and assuming to act as warehouseman under 
the usual conditions, we do not feel that we should be held 
liable for such an act. 

Complete citations that will be the effect of answering the 
foregoing will be appreciated. 

Answer: The liability of the owner of goods to a carrier 
for demurrage under the demurrage tariffs is based upon a 
shipper-and-carrier relationship. No such relationship exists in 
the instant case, and therefore the liability of the owner to the 
carrier for a charge for the storage of the goods in question 
could be based only upon his ownership of the goods, but as 
no contract, express or implied, between the owner and the 
carrier exists, the warehouseman and not the owner, in our opin- 
ion, is liable for this charge, whether it be considered a de- 
murrage charge or otherwise. We can locate no cases covering 
this question. See, however, C. R. I. & P. Ry. Co. vs. Central 
Warehouse Co., 14 Fed. (2d) 123. 


Tariff Interpretation 

Colorado.—Question: Please advise us on the several ques- 
tions as below: 

Road AA has a rate between points X and Z. Point Y is 
located intermediate between X and Z. Point XY is located on 
a branch line of road AA out of point Y. At point XY connec- 
tion is made with road AB. Roads AA and AB have traffic agree- 
ments, through billing, and divisions, which enables road AB 
to participate in any rates that apply between X and Z, but 
roads AA and AB have not seen fit to establish transit rates. 
There is no reason for these not having been established. Road 
AA has a rate on live stock from points X and Z and the tariff 
carrying this rate has the following note: 


Rates to intermediate stations. Point XY is to be considered di- 
rectly intermediate wherever point Y is such. 


Road AA has a Rules and Regulations Tariff covering live 
stock, and it calls for an out-of-line haul between points Y and 


XY on the branch. It also carries transit charges and road AA 
makes these collections at point XY. The shipments, however, 
are not unloaded or reloaded at that point, but are switched 
on receiving track and are then moved by road AB for grazing 
on their line, for which a line charge is made by that road. 

Road AB has no tariff covering rules and regulations to 
cover either of the above movements and are not parties to 
road AA’s Rules and Regulations Tariff. 

We claim that road AA, in the face of the provisions of the 
tariff carrying the through rate from their station XY, must 
be treated as a main line point; that the out-of-line haul is 
illegal and in violation of law. We also claim that road AA 
cannot legally collect grazing fees when the stock is grazed on 
the line of road AB; that road AB have no rules and regulations 
covering grazing and are not a party to AA line’s Rules and 
Regulation Tariff; that AA is illegally collecting fees that do 
not belong to them. 

Answer: It is our opinion that the provisions of the Rules 
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and Regulations Tariff of road AA govern in determining the 
applicable rate to apply on a shipment receiving transit under 
the provisions thereof, regardless of the intermediate rule pub- 
lished in the live stock tariff. While as to a shipment not 
receiving transit, point XY would take the same rate as Y, 
the transit tariff provides the basis which is to apply on a 
shipment receiving transit. 

We agree with you as to the collection of grazing fees by 
road AA. Unless covered by tariff provision, road AA cannot 
collect charges for a transportation service. If, however, the 
grazing services are performed on the line of road AB acting 
in an agency capacity for road AA, the Commission may deter- 
mine what would be a reasonable charge for the service per- 
formed. See Memphis Freight Bureau vs. Kansas City Southern 
Railway Co., 17 I. C. C. 90. 


Tariff Interpretation 
New Hampshire.—Question: We would like your interpre- 
tation of Note 2, Item 12, page 256, Consolidated Freight Classi- 
fication No. 4. The carriers’ interpretation is as follows: 


Item No. 11 applies only when the steps and side pieces have been 
taken apart and are compactly folded together and as this has not 
been done in this case, the stepladders cannot be considered as being 
collapsed. 


Such an interpretation would call for a K. D. shipment 
and, in our opinion, the Classification Committee would so 
have stated in Item 11. They could have inserted in Note 2 that 
stepladders must be taken apart. 

Their failure to so cover the article in this respect permits 
us to presume that it was not their intention to require that 
article be K. D. in order to comply with Note 2. If you have 
knowledge of any decision of the Interstate Commerce Commis- 
sion or Classification Committee on this item or similar items, 
we would appreciate your advice. 

Answer: 
struing the application of Note 2, Item 12, page 256, of Con- 
solidated Freight Classification No. 4. 

However, it is our opinion that Note 2 does not require 
that the article be knocked down in order that the rating shown 
in Item 12 may be used. The words “having side pieces and 
steps collapsed and compactly folded together” do not, in our 
opinion, suggest the idea that an article mus: be entirely taken 
apart, but, on the contrary, suggest the idea that the article may 
remain intact to the extent that it may be collapsed and folded 
together. Apparently, Note 2 was incorporated into the Classi- 
fication to prevent the shipping of rigid stepladders, that is, 
stepladders not having a hinged brace, being shipped at the 
rating provided for in Item 12, unless the brace was folded in 
with the portion containing the steps. 


Rates—Carriers vs. Shippers 


Kentucky.—Question: Recently we received a carload ship- 
ment. The day we unloaded the car we received request from 
the shipper to have car weighed before unloading. It being too 
late to weigh the car, we weighed the contents and found the 
shippers were correct in their statement that the carriers had 
assessed charges on too much weight. 

Claim has been filed and declined by carriers, they claim- 
ing that car was weighed on carriers’ scales by representative 
of the Weighing and Inspection Bureau, and they decline pay- 
ment of the claim because the difference in the weight billed and 
that claimed by us is less than the tolerance, 1,000 pounds. We 
were under the impression that the tolerance of 1,000 pounds 
was to have no bearing on this particular shipment because 
it was not a case of where the car was weighed in transit, but 
case of where the actual weight was arrived at by weighing 
contents of the car, and for that reason we feel that the car- 
riers should pay the claim. 

We would like to know if you can refer us to any case 
where siimlar claim was passed on by the courts-or Interstate 
Commerce Commission. If you have no record of similar case, 
what is your opinion in this instance? 

Answer: While the Commission has said that a carrier 
should not be required to accept weights ascertained by shippers 
on their private scales (Providence Fruit & Produce Exchange 
vs. Director-General, 66 I. C. C. 300, and S. C. Schenck vs. N. & 
W. Ry. Co., 29 I. C. C. 125), it has, where a carrier’s weights 
were questioned, given consideration to weights found by a 
consignee on his scales at point of destination. See Keystone 
Wood Co. vs. P. R. R. Co., 38 I. C. C. 622; S. C. Woolman 
& Co. vs. Pa. R. R. Co., 44 I. C. C. 530, and Aetna Portland 
Cement Co. vs. D. G. H. & M. Ry. Co., 46 I. C. C. 407. Never- 
theless, inasmuch as disputes as to the weights of past ship- 
ments raise questions of fact which are quite difficult to deter- 
mination, evidence of a very positive character as to the incor- 
rectness of the scaling by the carrier is necessary before an- 
other weight will be. substituted therefor. Browne Grain Co. 
vs. G. C. & S. F. Ry. Co., 20 I. C. C. 163; Monson Lumber 
Co. vs. D. G., 109 I. C. C. 429. . 

Whether in the instant case a refund of charges based upon 
the difference in the weights found by the carrier and that found 
by the consignee can be had will depend on the evidence which 
can be produced as to the accuracy of the weights found at 
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We can locate no opinion of the Commission con- 
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destination by the consignee as compared with the weights 
found by the carrier on its track scales. 

As to the matter of tolerance, Section D of the Nationa] 
Code of Rules Governing the Weighing and Reweighing of (Car. 
load Freight, provides: 


The consignor or consignee shall be permitted to show the actual 
weight of any carload shipment either by means of shipper’s authen- 
ticated invoice or by weighing the entire load on platform scales, or 
by so weighing a proper portion of uniform or standard weight arti- 
cles (not less than 10 per cent of the lading), weighing to be per- 
formed under supervision of the carrier; provided such total weight 
includes all blocking packing, and debris resulting from the lading 
in question. This actual weight will be used to determine freight 
charges (subject to weight agreements if applicable), provided the 
difference in weight exceeds the tolerance. 


Rates—Company Material—State vs. Interstate 


Alabama.—Question: I am interested in your answer to 
“Tennessee” as appearing on page 368 of your August 13, 1927, 
issue. Can you cite me to a decision by the Commission similar 
to that reported in 53 I. C. C. 397, where the conditions were 
reversed? 

What I have in mind is this: A lumber dealer at Mont. 
gomery sells a car of lumber to the A. G. S. Railroad, f. o. b. 
Birmingham, Alabama. At time of sale, no destination is given. 
When shipping order is received it specifies shipment to the 
A. G. S. Railroad at Chattanooga, Tenn., on routing via Bir. 
mingham and A. G. S. The car is shipped from Montgomery 
over the L. & N. Railroad on a through bill of lading to the 
A. G. S. at Chattanooga, Tenn., and is routed via Birmingham 
and A. G.S. The L. & N. Railroad is not a party to the trans. 
action. and it assesses revenue to Birmingham. Beyond Bir. 
mingham, the shipment is dead-headed by the purchasing car- 
rier, as its company material. 

Is the movement from Montgomery to Birmingham intra- 
state, or interstate? In other words, must the L. & N. Railroad 
assess its revenue on an interstate rate, or on an intrastate rate? 

Answer: It is our opinion that under the Commission’s find- 
ings in A. Bushnell vs. St. L. & S. F. Ry. Co., 46 I. C. C. 445, 
the interstate rate is applicable from Montgomery to Birming- 
ham, the billed destination of the shipment having been an 
interstate destination. 

Demurrage—Average Agreement—Arbitrary Charge 

West Virginia—Question: Will you please advise your 
understanding of the application of the demurrage rules under 
the following conditions and operating under the average 
agreement: 

Assume the construction notice is given you dated as of 
Sunday, Sept. 11, and that the car is not unloaded until Sept. 
20. As we understand the application, the 12th and 13th would 
be free unloading days, a possibility of debit on the 13th, which 
could be balanced by a credit, while the next four days would 
be arbitrary days. Is Sunday, the 18th, arbitrary debit day, or is 
it the first Sunday and a day against which no charges can 
be applied? 

Answer: Section A, Rule 9, of the National Car Demurrage 
Rules, as published in Agent B. T. Jones Tariff No. 4-G, I. C. C. 
No. 1855, provides: 


When a car has accrued four debits, a charge of $5 per car per day 
or fraction of a day, will be made for all subsequent detention and 
will apply on all subsequent Sundays and legal holidays, including a 
Sunday or holiday immediately following the day on which the fourth 
debit begins to run. 


Under the above provisions of the Demurrage Tariff, Sun- 
day, the 18th, is an arbitrary debit day, it being a Sunday fol- 
lowing the accrual of four debits, i. e., the debits for Septem- 
ber 14 to 17, inclusive. 

(Continued on page 878) 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended October 8 totaled 34,026 cars, as compared with 
32,200 cars (revised) the preceding week and 33,728 cars in 
the corresponding period of 1926, according to the weekly 
statement of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. Shipments were reported as follows: 

Apples, 6,344 cars; imports, 4 cars; cantaloupes, 63 cars; cabbage, 
1,250 cars; cauliflower, 116 cars; celery, 423 cars; cucumbers, 66 cars; 
grapefruit, 261 cars; imports, 232 cars; green peas, 38 cars; grapes, 
9,473 cars; lemons, 120 cars; lettuce, 774 cars; miscellaneous melons, 
161 cars; mixed citrus fruit, 25 cars; mixed deciduous fruit, 88 cars; 
mixed vegetables, 672 cars; onions, 1,225 cars; oranges, 654 cars; 
imports, 31 cars; peaches, 107 cars; pears, 758 cars; peppers, 97 cars; 
plums and prunes, 111 cars; spinach, 36 cars; string beans, 94 cars; 
sweet potatoes, 805 cars; tomatoes, 1,172 cars; watermelons, 41 cars: 
potatoes, 9,052 cars; imports, 9 cars. 


CHANGE IN DOCKET 


Argument in No. 16746, Independent Slaughttrers’ Traffi¢ 
Assn. et al. vs. N. Y. C. R. R. et al., No. 16844 (and Sub. Nos. 
1, 2 and 3), Swift & Co. et al vs Santa Fe et al, and No 17411 
(and Sub. Nos. 1, 2 and 3), Kennett Murray Livestock Buying 
Organization et al. vs. A. C. & Y. Ry. et al., assigned for October 
12, at Washington, D. C., was postponed to a date to be here 
after fixed. 
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MOVEMENT OF FREIGHT, ETC. 


The average daily movement per freight car for the first 
eight months in 1927 was thirty miles, the highest mark ever 
attained in any corresponding period, according to reports filed 
by the carriers with the Bureau of Railway Economics, which 
says: 


This was an increase of four-tenths of one mile above the best 
previous average established in the first eight months of 1926. The 
daily average Movement per car in August was 30.9 miles compared 
with 31.5 miles in August last year. In computing the average move- 
ment per day, account is taken of all freight cars in service, includ- 
ing cars in transit, cars in process of being loaded and unloaded, cars 
undergoing or awaiting repairs and also cars on side tracks for which 
no load is immediately available. 

The average load per car for the first eight months in 1927 was 
27.3 tons, an increase of two-tenths of one ton above the average for 
the first eight months in 1926. The average load per car for the 
month of August this year was 27.6 tons compared with 27.9 tons 
in August last year. 

The volume of freight traffic handled by the Class I railroads in 
August amounted to 41,937,291,000 net ton-miles. This was a de- 
crease of 1,760,720,000 net ton-miles or four per cent under August, 
1926. All districts reported decreases in freight traffic in August com- 
pared with the same month last year, the eastern and southern dis- 
tricts each showing a decrease of 4.1 per cent and the western dis- 
trict, 5.9 per cent. 

For the first eight months in 1927, the volume of freight handled 
by the Class I railroads was the greatest for any corresponding period 
ever reported, amounting to 314,332,715,000 net ton-miles. This was an 
increase of 1,747,735,000 net ton-miles or six-tenths of one per cent 
above the corresponding period last year, which had previously marked 
the high record. Railroads in the eastern district for the eight- 
month period reported an increase of nine-tenths of one per cent 
above the same period in 1926, while the southern district reported a 
decrease of 1.9 per cent. The western district reported an increase 
of one per cent, 


CANADIAN RATE ADJUSTMENT 


Editor The Traffic World: 

Great confusion of mind has been created in Canada and 
the United States over the recent rail rate adjustment handed 
down by the Board of Railway Commissioners of Canada. 

This confusion has arisen through the opponents of the 
St. Lawrence Seaway and others who attempt to interpret 
Canadian intent without a full knowledge of the facts. So much 
acrimonious comment has ensued that it appears to be the duty 
of this association to state the facts and place them in the 
hands of the press. 

Copy of such statement is appended hereto: 


By order in Council, P. C. No. 886, dated June 5, 1925, the Board 
of Railway Commissioners for Canada, an independent body, cor- 
responding to the Interstate Commerce Commission in the United 
States, was directed to make a thorough investigation into the rail 
rate structures of Canada. 

While this investigation was under way there arose from the 
people a popular demand to know the causes for Canadian grain and 
other products being routed or diverted through other than Canadian 
ports. Coupled with this was the application of the Quebec Harbor 
Commissioners to the Railway Board that their port be placed on 
the same export rail rate basis with Montreal. 

Consequently the Railway Board was further directed, by Order 
in Council, P. C. 24, dated January 7, 1926, to include in its investi- 
gation the causes for the diversion of Canadian products through 
American ports. 

A series of hearings was held throughout the Dominion. After 
a deep study of all the factors involved, the Railway Board issued 
its General Order No. 448, which in part ordered: 

1. “That the rate of 34% cents per 100 lbs. on wheat and 33 cents 
per 100 lbs. on other grain for export from Port Arthur, Fort William, 
Westfort and Armstrong, Ont., to Quebec as shown in supplement 
No. 32 to Canadian National Railway Tariff C. R. C. No. E447 be, 
and they are hereby disallowed; and the Canadian National Railway 
Company is hereby directed to publish and file in substitution thereof 
a tariff showing a rate of 18.34 cents per 100 Ibs. on all grain for 
export from Port Arthur, Fort William, Westfort and Armstrong, 
Ont., to Quebec. Such changes to become effective on or before, but 
not later than, the 12th day of September, 1927. 

2. “The Board further orders that all railway companies subject 
to its jurisdiction, be and they are hereby required to publish and 
file tariffs showing the same rates to Quebec as to Montreal on: 

A. Grain from bay ports for exports; 

B. All traffic from Toronto and points west thereof for export. 

Such changes to become effective on or before, but not later 
than the 12th day of September, 1927.” : 

In connection with the first point, it should be remembered that 
the rate of 18.34 cents per 100 lbs. (eleven cents per bushel) applies 
to the National Transcontinental Raialway only. It does not apply to 
the other Canadian National Railways line to the east nor to the 
Canadian Pacific Railway. It will be seen from the above that the 
ee coat of the Port of Quebec, in the matter of rail rates, has been 
removed. Z : 

The National Transcontinental Railway, now owned by the Ca- 
nadian National Railways, is the shortest rail line between Winnipeg 
and Quebec City. It is a line of low grades and was constructed 
years ago at a cost of approximately $167,000,000, for the prime pur- 
pose of establishing a direct, low cost of carriage route, from the 
Prairie Provinces to the Seaboard. 

The rate on wheat via the National Transcontinental was at one 
time 6 cents a. bushel. Due to various reasons the rate had risen to 
20.7 cents per bushel, which practically prohibitied the movement 
of grain via this route. 

It should be remembered that the Canadian National Railways 
operate two lines between eastern and western Canada, one via Port 
Arthur and one via Armstrong (National Transcontinental Railway). 
A great many of the rates break on Port Arthur and therefore it is 
necessary that these rates also break on Armstrong owing to the fact 
that much of the traffic moving between eastern and western Canada 
moves via Armstrong and does not come into Port Arthur. 

As an example let it be assumed that a shipment of wheat is 
being made from a point west of Winnipeg to Quebec City. When 
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the farmer sold his wheat, there would be deducted from his account 
the freight rate from the original point of shipment to Armstrong or 
Fort William-Port Arthur, After being inspected, graded, etc., at 
Winnipeg, it would move on to Quebec. Under the new tariff it 
could move either directly through Armstrong, from which point the 
rate of eleven cents per bushel would apply, or it could move to 
Port Arthur thence through. Longlac, joining the National Trans- 
continental at Nakina. In this instance the rate of eleven Cents 
per bushel would apply from Port Arthur. As this latter case en- 
tails a round about routing it is not expected that much grain will 
so move. 

While this rate of eleven cents per bushel is about equal to the 
lake and rail rate via New York, the amount of grain which will 
move to Quebec will be controlled by the grain handling facilities at 
that port. 

The larger volume of grain by far will still continue to move by 
water, but before the opening of navigation it is believed that the 
Transcontinental Railway will be utilized to a considerable degree 
because of the new rate. 

It was the aim of the Railway Board in its decision, therefore, to 
carry out the announced policy of Canada, that the railway, canal and 
general transportation factors of the country shall be such as to keep 
for Canadian transportation systems—east and west—and for Canadian 
ports, the handling of the greatest possible share of Canadian prod- 
ucts, by placing the port of Quebec on an equal footing with Montreal 
and by granting a competitive grain rate over a rail line constructed 
at great cost. 

It was a decision reached after a deep study of present trans- 
portation conditions in Canada. It was not based upon any potential 
transportation factors—hence the St. Lawrence Seaway project did 
not enter into the picture. 


Charles P, Craig, Executive Director, 
Great Lakes-St. Lawrence Tidewater Association. 
Washington, D. C., Oct. 10, 1927. 


AERONAUTICS CONFERENCE CALLED 


Outstanding problems that confront the government and 
the industry in the development and regulation of commercial 
aeronautics in the United States will be discussed at a general 
conference in Washington, beginning December 5, W. P. Mac- 
Cracken, Jr., Assistant Secretary of Commerce for Aeronautics, 
has announced. 

Representatives of every branch of aerial activity, including 
manufacturers of aircraft engines and accessories, air transport 
and service operators, airport managers and engineers, mem- 
bers of the faculties of schools of aeronautics, insurance under- 
writers, state and municipal officials, and editors and publishers 
of aeronautical journals will be invited to attend. 

According to Mr. MacCracken, aeronautics is fast becoming 
one of the country’s most important assets for business, for 
pleasure and for national welfare, and as the science and its 
application to our commercial affairs develops the administrative 
problems connected therewith likewise become more serious 
and more complicated. 

The primary purpose in assembling such a representative 
group, Mr. MacCracken points out, is to follow out the depart- 
ment’s policy of seeking to ascertain from those most interested 
and best qualified opinions as to what the federal government 
can and should do in the best interests of the public and the 
aeronautical industry. 

Conference discussions. which are expected to extend over 
five days will be centered around five main topics, as follows: 

1. Air Commerce Regulations—Changes and amendments; 2. Avia- 
tion Schools—Management, equipment, courses to be given, stand- 
ardization; 3. Airports—Rating of, under air conimerce act, manage- 
ment and administration, standard field rules, safety measures in 
ground operations, city and county participation in control of local 
activities; 4. Department Services—Landing field bulletins, airways 
maps, aids to air navigation on airways, including equipment, weather 
reports, radio service, etc., news bulletins, trade promotion; 5. Other 
Services—Performance tests of commercial aircraft, performance tests 


of engines, propellers, instruments and other aircraft equipment, 
miscellaneous items of interest that conference may develop. 


The close of the year 1927 will mark the first twelve months 
of air commerce regulation by the department. Before the 
regulations were promulgated, the advice of a similar group 
was sought. In the initial nine months of this year the air 
regulations division received nearly 8,000 applications from 
pilots, mechanics, and owners and manufacturers of aircraft. 
In addition it distributed 25,000 copies of the regulations and 
air traffic rules, the enforcement of which is a part of its 
functions. 

While former conferences dealt largely with these regu- 
latory functions, the scope of the forthcoming conference has 
been broadened to include the services which the department is 
rendering for the advancement of commercial aeronautics. 


FAST TRACTION SERVICE 


An illustration of the sort of transportation service ship- 
pers are receiving was that of a carload of motors between 


Anderson, Ind., and Flint, Mich., recently. The motors were 
shipped from the plant of the Delco-Remy Corporation at Ander- 
son on a rush order to the Buick Motor Company at Flint. A 
representative of the former called the Union Traction Com- 
pany of Indiana at 11 a. m., September 28, and asked what was 
the best time possible on the shipment. A car was set at 2 
p. m., left Anderson at 4:37 p. m., central standard time, and 
was set for unloading at Flint at 7 a. m., eastern standard time, 
the next morning. 
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em Bureau of 
= %) Canadian 
! Information 


The Canadian Pacific Railway 
through its Bureau of Canadian Information, will 
furnish you with the latest reliable information on 
every phase of industrial and agricultural develop- 
ment in Canada. In our Reference Library at Mon- 
treal is complete data on natural resources, climate, 
labor, transportation, business openings, etc. Addi- 
tional data is constantly being added. 


DEVELOPMENT BRANCH 


If you are interested in the mining wealth and in- 
dustry of Canada or in the development or supply 
of industrial raw materials available from resources 
along the Canadian Pacific Railway, you are invited 
to consult this Branch. An expert staff is maintained 
to investigate information relative to these resources 
and examine deposits in the field. Practical infor- 
mation is available as to special opportunities for develop- 
ment, use of by-products and markets, industrial crops, 
prospecting and mining. 


“Ask the Canadian Pacific about Canado” is not a mere 
advertising slogan, It és an intimation of service—with- 
out charge or obligation—that the information is available 
and will be promptly forthcomsng to those who desire it. 


Canadian Pacific Railway Co. 


Department Colonization and Development 


J. S. DENNIS Windsor Station 
Chief Commissioner Montreal, Can. 
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LEONARD’S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from eng a you have 
ever seen. It saves Time and Money. 


We keep our subscribers advised of all changes by our 


supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 


Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 

Because we save our subscribers money 





Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK | 





Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE : 
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witgiigl nein PUEBLA —20 Hours NEW ORLEANS—Mex.-Am. Line 


Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 
MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent 
Apartado No. 68 Bis, Mexico City 


W. F. PATON, General Agent 
Marquette Building, Chicago 82 Beaver Street, New York 
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MEN IN TRANSPORTATION 


Established by the railroads of the United States for the 
scientific study of transportation problems, the Bureau of Rail- 
way Economics has developed into one of the important sources 
of information on transportation subjects. Although the chief 
function of the bureau is to serve the railroads that maintain 
it, it is called on repeatedly by others than railroad officials for 
data on various phases of transportation. 

So far as is known, the bureau has the most complete trans- 
portation library in the world. In it may be found more than 
125,000 books and pamphlets dealing with transportation matters 
and approximately. 20,000 clippings on railways that are filed 
and indexed. Information compiled by the library relates not 
only to railroads but also to airway, highway, waterway, and 
electric railway transportation. The library files are open not 
only to railway officials but also to students and others who 


JULIUS H. PARMELEE 


desire to obtain information there. Inquiries from colleges, 
high schools, and individuals, in addition to government and 
railway officials, are answered by the library. 

An executive committee, composed of Howard Elliott, chair- 
man of the Northern Pacific Railway Company, Samuel Rea, 
former president of the Pennsylvania Railroad, and W. J. 
Harahan, president of the Chesapeake and Ohio Railway, has 
charge of the bureau’s activities and directs its policies. Mr. 
Elliott is chairman of the committee. The daily work of the 
bureau is conducted under the supervision of Julius H. Parmelee, 
who has been its director since 1920. 

Mr. Parmelee, the son of a medical missionary, was born 
in Trebizond, Turkey, in 1883. He was graduated from Yale 
in 1904 and obtained his degree of Doctor of Philosophy in 1910, 
having majored in economics. He taught economics at Yale 
from 1904 to 1907. He came to Washington in the summer of 
1907, having accepted an appointment as a special examiner 
of the Interstate Commerce Commission, to engage in economic 
studies of transportation. Later he was with the Commission’s 
bureau of statistics. When President Roosevelt appointed the 
National Conservation Commission, Mr. Parmelee was assigned 
by the Commission to the staff of the conservation commission 
to make investigations for it. Resigning from the staff of the 
Commission in 1909, he went with the Bureau of the Census 
and engaged in work in connection with the 1910 census. The 
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Bureau of Railway Economics was organized August 1, 1910, and 
Mr. Parmelee, in May, 1911, became statistician of the bureau. 

From 1915 to 1918, he was one of the editors of the Ameri- 
can Economic Review, published by the American Economic 
Association, and is still one of its contributing editors. From 
1914 to 1918 he served on the board of directors of the Quarterly 
Journal of the American Statistical Association. He is the au- 
thor of a number of articles and pamphlets on economic subjects, 
In collaboration with Frank Haigh Dixon, he wrote “War Ad- 
ministration of the Railways in the United States and Great 
Britain,’ the section dealing with British railway operations 
having been written by him. This book was published in 1918. 
Later a chapter covering the activities of the United States 
Railroad Administration was added to the volume. 

Mr. Parmelee recently returned from Geneva, Switzerland, 
where, as a delegate from the International Chamber of Com- 
merce, he attended the Third General Conference on Communi- 
cations and Transit, held under the auspices of the League of 
Nations, August 23 to September 2. This conference voted to 
establish what might be called an international bureau of in- 
formation on transportation matters. In 1925, Mr. Parmelee 
was a delegate from the American Railway Association to the 
International Railway Congress at London and served as presi- 
dent of the section on general and economic topics. 

In the last few years the Bureau of Railway Economics, 
which may be described as the statistical headquarters of the 
railroads of the United States, has had a special division en- 
gaged in studies relating to the relationship between freight 
rates and prices of agricultural commodities. It has issued 
twenty-two bulletins as the result of these studies and has 
others in the course of preparation. 

Class I railroads report each month and each year to the 
bureau on revenues, expenses, and operating statistics. Infor- 
mation relative to capital expenditures, purchases of materials 
and supplies, and other railway activities are also obtained by 
the bureau from the carriers. On the basis of these reports the 
bureau issues bulletins and statements relative to railway 
revenues, expenses, rate of return on investment, freight and 
passenger traffic. Compilation of statistical material for indi- 
vidual railways, groups of railways, or special railway commit- 
tees, for use in proceedings before the regulatory commissions 
and arbitration boards, forms an important part of the work 
of the bureau. Indicative of the scope of the bureau’s activities 
is found in the fact that, in the year ended June 30, 1927, it 
distributed nearly 200,000 copies of its various publications 
while its library distributed more than 6,500 copies of items 
dealing with transportation, exchanged over 3,000 items with 
other libraries, and recorded more than 8,500 accessions. 


—S. H. S. 


MIDWEST ADVISORY BOARD 


A reduction of approximately six per cent below last year’s 
level is anticipated in the volume of mid-west business in the 
coming three months, according to reports presented at the 
fourteenth regular meeting of the Mid-West Shippers’ Advisory 
Board here at Decatur, Ill., October 12. Detailed reports re- 
garding the present and probable future activity in all important 
lines of mid-west industry and agriculture were presented by the 
49 commodity committees which make up the board. A digest 
of the committee reports follows: 

Decreases in business activity in the coming three months 
as compared with the corresponding period last year, were 
expected in a number of important lines. Estimated freight car 
requirements for canned goods will be approximately three per 
cent lower than in the last quarter of 1926; while the coal com- 
mittee saw indications that the combined movement of coal 
and coke from mines, docks and ovens in mid-west territory 
during the next three months will be 15 per cent below that 
of the corresponding period last year. The resumption of coal 
mining in Illinois and Iowa, according to the committee, will 
mean immediate use of the greater part of the coal carried in 
storage during the suspension of mining operations. 

A slight decrease in the movement of concrete products 
is expected, while a 10 per cent reduction in the volume of the 
grain movement is expected in the coming quarter, as com- 
pared with the same three months a year ago. Approximately 
the same percentage of decrease, about 10 per cent, is expected 
in the movement of iron and steel, as well as a five per cent 
decrease in the volume of live stock offered for shipment. 

The movement of lumber products is expected to show a 
decrease of 13 per cent below the last quarter of 1926, while 
a reduction of five per cent is anticipated in the paper and 
pulp trade, this same reduction being expected also in the paper- 
board and paperboard box industry, and in the movement of 
sand, gravel and crushed stone. 

Business in the next three months approximately equal to 
that of the last quarter of 1926 is expected in the movement of 
acids and chemicals, agricultural implements, corn products, 
dairy products, field seeds, machinery and machines, packing 
house products, salt and waste materials. 

A number of important lines expect better business in the 
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NZIS SAS IAA 


The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 
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When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The raffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 











Be 
a 


(a) 
(el) 


Gi 











Bele) 
Bele 


) 
(el) 















Biel 






















(o))() 


el 
ele eie 



















them, either for or against the 

ro onal , 
prop . 
i) Ie) 












Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 
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Besides the dockets of eighteen rate 
= committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition {@ 


notices of several of them, and more 
than: ten other important items. 
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May we send you a copy 
of the current number? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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LIMITED 


Leaves Chicago 8:10 P. M. daily 


Take the pacemaker of luxury to the 
land of old romance—a journey of only 
63 hours with steward, maid, waiters, 
porters and barber, attending your needs 
instantly, surrounding you with a fine 
atmosphere of service and courtesy. 


As you speed smoothly away from the 
chill of winter, the arresting scenes en 
route are made doubly enjoyable by 
the luxurious appointments of the 
Los Angeles Limited*. . 

Seven other fine fast trains to Cali- 
fornia, including the 63-hour San Fran- 
cisco Overland Limited*; Gold Coast 
Limited; Continental Limited; Pacific 
Limited; Pacific Coast Limited. ~ 

*Extra fare trains 


See magnificent, mysterious Death Valley en 
route. Only $40.00 additional for an all-expense 
two day side trip, starting November 15th. 





For booklets describing California, Death Valley and 
these fine trains: Address C. J. COLLINS, General 
Passenger Agent, Omaha, Nebraska. 
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coming three months than that of a year ago. The beverage 
industry expects an increase of approximately two per cent, 
while an increase of from 10 to 15 per cent is expected in the 
movement of brick and clay products. Business in this industry 
so far for 1927 has been approximately 25 per cent greater than 
in 1926, and the heavy rains in Illinois and Iowa are expected 
to increase the drain tile business. ; 

Cement prospects are bright, with an anticipated increase 
of about six per cent, while the movement of glass containers 
will show a gain of five per cent. 

An increase of from 5 to 10 per cent is expected in the 
movement of grain products, principally in mill feeds, while 
the hide and leather industry expects a gain of five per cent. 

Lumber traffic will increase 10 per cent above the movement 
a year ago, according to the estimates; a ten per cent increase 
is expected in the movement of pickles, and a five per cent 
increase by both the plaster committee and the poultry products 
committee. The movement of petroleum and petroleum prod- 
ucts will show an increase of 10 per cent—the movement of fur- 
nace and heating oil more than compensating for any loss in 
gasoline and kerosene shipments—while a similar increase of 
10 per cent is expected in the shell industry. The movement 
of silica sand is expected to show an increase of close to 
40 per cent. 

The movement of soap, by-products, and raw materials is 
expected to increase five per cent above the corresponding traf- 
fic of last year, while the wool trade expects a gain in the 
— three months of 25 per cent above the last quarter 
of 1926. 


DOINGS OF THE TRAFFIC CLUBS 


Announcements are out for the semi-annual meeting of 
the Associated Traffic Clubs of America at Richmond, Va., 
October 25 and 26. A meeting of the board of directors will 
be held October 24. There are now 52 member clubs, three 
new ones being Joplin, Mo., Jacksonville, Fla., and Seattle, 
Wash. An application has been received also from the Junior 
Traffic Club of Chicago. The sessions will open Tuesday, 
October 25, with prayer by the Rev. W. H. Burkhardt and ad- 
dresses of welcome by Mayor J. Fulmer Bright, of Richmond, 
and Mason Manghum, managing director of the Richmond Cham- 
ber of Commerce. Response will be made by President T. C. 
Burwell, of the association. The docket for the business sessions 
includes: Report of the president; report of the secretary; 
report of the treasurer; report of the board of directors; report 
of the membership committee; report of the speakers’ com- 
mittee; report of the educational committee; H. R. No. 17390, 
to repeal section 15 a; H. R. 17403, a bill to redraft the Parker 
consolidation bill; the Hoch-Smith resolution; subjects con- 
sidered by board of directors and referred to delegates; 
service to member clubs; unfinished business; new business. 
There is considerable rivalry for the next meeting of the asso- 
ciation, San Francisco and Seattle being among the contestants. 
The entertainment program includes an automobile tour for 
the ladies Tuesday morning, with luncheon at the Country Club 
of Virginia; a dinner dance that evening at the Hotel Jefferson; 
an automobile tour Wednesday morning to Jamestown and 
Williamsburg for the ladies; an entertainment that evening 
in the ball room of the Jefferson Hotel for both men and women, 
at which the speakers will be Col. W. S. Battle, Jr., of Roanoke, 
Va., and Dr. D. W. Daniel, director of arts and sciences, Clem- 
son Agricultural College, S. C. There will also be additional 
entertainment features and golf for all who care to play at 
the Country Club of Virginia, October 24 to 26, inclusive. 





The Tri-City Traffic Club will hold its next meeting at the 
LeClaire Hotel, Moline, Ill. November 10. It will be a dinner- 
dance and card party and will be the last meeting of the year. 


C. E. Jordan, of the L. & N., will represent the Knoxville 
Traffic Club at the meeting of the Associated Traffic Clubs of 
America at Richmond. 








The Savannah Traffic Club will be represented by P. Emory 
Gross, general agent, N. C. & St. L., and George D. Bailey, 
general agent, C. & W. C., at the meeting of the Associated 
Traffic Clubs of America at Richmond. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel October 11. 





The fall golf tournament and barbecue of the Traffic Club 
of Atlanta at the West End Golf Course was said to have been 
the best attended of any event of the kind ever given by the 
club. Prizes in the golf events were won as follows: W. F. 
Stewart, of the S. & A., low gross for 36 holes in the morning; 
T. J. Stewart, of the Central of Georgia, low gross for 18 holes, 
morning; Duncal Haigler, of the F. E. C., and R. C. McElmore, 
of the A. B. & C., tied for low gross in the afternoon; N. M. 
Hankins, Western Electric Company, high gross or “booby”; 
T. B. Curtis, runner-up, “booby” prize, losing by one stroke; 





THE TRAFFIC WORLD 





Vol. XL, No. 16 


N. A. Carroll, Wabash, blind bogey, morning; T. M. Curtis, 
Monon, blind bogey, afternoon; G. B. Miller, Southern Railway, 
low gross, guests only. 

William C. Fitch, freight claim agent, Southern Pacific, 
at San Francisco, will represent the Pacific Traffic Association at 
the meeting of the Associated Traffic Clubs of America at Rich- 
mond. He has been delegated by that organization to extend 
an invitation to the national association to hold its next meeting 
at San Francisco. Members of the association attended a meet- 
ing of the Pacific Railway Club, at the Palace Hotel, San Fran- 
cisco, October 13. 

The Jamestown (N. Y.) Traffic Club held its regular dinner- 
meeting at the Hotel Jamestown, October 13. Dr. Emanuel 
Sternheim, author, New York, was the guest and speaker. His 
subject was “The Challenge of Modern Youth.” A nominating 
committee was appointed to present a ticket at the next meeting. 





The Traffic Club of Tulsa held a meeting at the Mayo Hotel, 
October 4. Summers Hardy, of Tulsa, attorney for the Sinclair 
Oil Company, told of some of his early experiences in Oklahoma 
before the state was admitted to the Union. Walker Wilson, 
commercial agent, Midland Valley, was in charge of entertain- 
ment. A dinner-dance will be held at the Mayo Hotel, October 
19. E. L. Copeland, secretary-treasurer, Santa Fe, Topeka, will 
be the principal speaker. There will be an elaborate program 
of entertainment. B. E. Leman, of the Grand Trunk-Canadian 
National, at St. Louis, will be in charge of the music. W. L. 
Meyers and R. D. Pearce have been appointed delegates to the 
meeting of the Associated Traffic Clubs of America at Rich- 
mond. R. D. Winn and H. J. Andrew have been appointed 
alternates. 





The Traffic Club of Houston will be represented at the 
meeting of the Associated Traffic Clubs of America at Rich- 
mond by R. C. Fullbright, president, Houston Compress 
Company. 





The following will represent the Miami Valley Traffic Club 
at the meeting at Richmond of the Associated Traffic Clubs of 
America: T. T. Webster, general traffic manager, The Mead 
Companies, Dayton; Maurice T. Otto, traffic manager, Chamber 
of Commerce, Dayton; George W. Wood, general western freight 
agent, C. & O., Cincinnati; and A. M. Glassmeyer, traveling 
freight agent, C. & O., Cincinnati. 





The Traffic Club of Denver held its first meeting of the 
season in the form of a dinner October 14. 





The Milwaukee Traffic Club will hold a Hallowe’en party 
at the Hotel Pfister, October 31, in the form of a dinner-dance 
and card party. 





The St. Louis Traffic Club has obtained the cooperation 
of the St. Louis Public School Board in the institution of a 
traffic course to be supervised by an instructor named by the 
traffic club and approved by the Junior Traffic Club of St. Louis. 
A revised list of the delegates who will represent the traffic 
club at the meeting of the Associated Traffic Clubs of America 
at Richmond is as follows: B. E. Dally, general freight agent, 
Pennsylvania, and C. B. Hesse, traffic manager, Chicago Lumber 
and Coal Company, delegates; H. J. Dentzman, assistant gen- 
eral freight agent, Rock Island, and W. R. Huey, traffic manager, 
Bemis Brothers Bag Company, alternates. 





The Women’s Traffic Club of Los Angeles, at a meeting 
September 29, had as speaker, Francisco Castelazo, customs 
house broker, who spoke on customs house clearings and matters 
of a related nature. Miss Elizabeth Connelly, of the Sierra 
Tale Company, gave a resume of the development of the talc 
industry, with particular emphasis on its rapid development 
since the war. Miss Marian Gemmell, of the Luckenbach Steam- 
ship Company, was elected sergeant-at-arms to succeed Georgi- 
ana Langs, resigned. 





The application of the Junior Traffic Club of Chicago, for 
membership in the Associated Traffic Clubs of America, which 
has been received, will be considered at the meeting of the 
board of directors of the association at Richmond, October 24. 





The Traffic Club of Baltimore has selected N. J. Elliott, 
district freight agent, Pennsylvania, and W. S. Burton, general 
foreign freight agent, Western Maryland, as delegates to the 
meeting of the Associated Traffic Clubs of America at Rich- 
mond. A. J. Brannen, president of the club, also expects to 
attend. 





The Norfolk-Portsmouth Traffic Club will be represented 
at the meeting of the Associated Traffic Clubs of America at 
Richmond by J. E. Romm, vice-president, Farmers Manufactur- 
ing Company; H. P. Friedman, traffic manager, Portsmouth 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. touk, Mo. 
F. N. Puente, Gen. Agt. A. Horcasitas, Com. is 
441 Monadnock Bidg. 414 Whitney Bank Bldg. 
San Francisco, Calif. New Orleans, La. 


H. E. Chenoweth, Com. Agent 
M ette Building 


icago, Ill. 
53 Hours El Paso to Mexico City . . . 107 Hours 
67 Hours Brownsville to Mexico City . 69 Hours 


OF MEXICO 






























“WATCHING” 
SERVICE. 


Rendering traffic service to industry, large and small, for 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 


Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 


Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 
Service Department 
310 Mills Building Washington, D. C. 
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Cotton Oil Refining Company; and R. T. Etheridge, secretary 
of the club. 





The Akron Traffic Club will hold a fall meeting at the Por- 
tage Hotel, October 18. Charles N. Newcomb, humorist, will 
be the speaker. There will be orchestra music and vaudeville. 





L. F. McFarland, commercial agent, C. & O., has beén 
appointed an alternate delegate to the meeting of the Associated 
Traffic Clubs of America at Richmond by the Transportation 
Club of Louisville. 





The Traffic Club of Chicago has accepted an invitation of 
the International Harvester Company, extended through its 
traffic manager, Chester T. Bradford, to visit and inspect two 
of its Chicago plants, October 19. A special train will be run 
on the Illinois Central to accommodate the party, leaving Van 
Buren Street Station at 9:00 a. m. On the return trip the 
train will arrive at the Van Buren Street Station at 4:25 p. m. 
Luncheon will be served at the plant. 





The Traffic Institute, sponsored by the Traffic Club ot Kan- 
sas City for the last six years, has affiliated with the Kansas 
City School of Commerce, as one of its departments. At a 
meeting of the club October 11, W. Lawrence Dickey, publisher 
of the Kansas City Journal-Post, was the speaker. A postponed 
golf tournament, the last of the season, was held at the Lake- 
wood Golf and Country Club, October 14. 





The Traffic Club-of Wichita held a meeting October 13. 
John Fields, vice-president, Federal Land Bank, spoke on farm 
conditions in the southwest. The club was represented at a 
Chamber of Commerce dinner October 11, which featured the 
“Unveiling of Wichita,” showing the part playéd by the various 
business, fraternal, and civic organizations in the community 
life. There will be a chicken dinner at the Green Parrott Inn, 
October 20. There will be a program of entertainment, music, 
cards, and dancing. 





The Traffic Club of South Bend held its first fall meeting 
at the La Salle Hotel, October 10. H. J. Jackson, general freight 
agent, N. J. I. & IL, was elected delegate to the meeting of the 
Associated Traffic Clubs of America at Richmond. A “Ladies’ 
Night” will be held November 14. 





The Traffic Club of New Orleans held a luncheon at the 
Hotel Roosevelt, October 14, designated “Pennsylvania Rail- 
-road Day,” in honor of General W. W. Atterbury, president 
of that road, and other visiting officials. There was a nrogram 
of entertainment. 





The Greater Binghamton Traffic Club will hold its monthly 
meeting at the Elks Club, October 19. Officers will be elected 
and dinner will be served. 





The Cincinnati Traffic Club will give a “complimentary” 
dance for its members and their immediate families at the 
Alms Hotel, October 22. 





The Bridgeport Traffic Association will hold a “better pack- 
ing night” at the University Club, October 17. Captain H. N. 
Knowlton, engineer in charge of packing for the General Motors 
Export Corporation, will speak on “Better Packing.” Don L. 
Quinn, of the Quinn Testing and Designing Laboratory of Chi- 
cago, will also speak. A buffet luncheon will follow the meeting. 


Personal Notes 





Commissioner and Mrs. Aitchison have been adopted by the 
tribe of Blackfoot Indians participating, on behalf of one of the 
northern transcontinental railroads, in the Baltimore and Ohio 
Fair of the Iron Horse, at Halethorpe, Md. The ceremony of 
adoption was performed by Weasel Tail and Wades in the 
Water. Inasmuch as Mr. Aitchison was familiar only with 
Siwash, Judge Bull Calf interpreted the language used in the 
rite. The commissioner’s Indian name is Iron Shield and Mrs. 
Aitchison is Princess Running Eagle. Iron Shield received a 
buckskin medicine bag, the Indian’s nearest approach to a brief 
case. Mrs. Aitchison’s memento was a buckskin hand bag. 

A farewell dinner for T. Park Hay, district traffic manager, 
at Chicago, of the Merchant Fleet Corporation, was given at 
the Palmer House in the Chicago Traffic Club dining room, 
October 14. He has been transferred to London. 

Ricardo Noriega has been appointed freight and passenger 
representative, Missouri-Kansas-Texas, at Mexico City, Mexico. 
The position of Mexican traffic representative has been abolished. 

K. L. Handy has been appointed passenger and freight 
traffic agent, Union Pacific, at Pomona, Calif. 
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R. J. Bayer, circulation manager of The Traffic World, will 
speak at the annual convention of the Associated Business 
Papers, at Chicago, October 18, on “The Value of Conferences.” 

“To strengthen the traffic department and care for the con- 
stantly increasing pressure of business” and to “relieve the 
vice-president in charge of traffic of substantially all detail in 
order that he may devote his time exclusively to matters of 
executive character and moment,” the following changes have 
been made on the Pennsylvania: G. B. Sudborough, general 
traffic manager, has been promoted to assistant vice-president 
in charge of traffic; J. B. Large, assistant general traffic man- 
ager, succeeds Mr. Sudborough as general traffic manager; C. T. 
Mackenson, Jr., freight traffic manager, eastern region, succeeds 
Mr. Large as assistant general traffic manager; J. T. Carbine, 
coal traffic manager, central region, has been appointed assis- 
tant general traffic manager, at Philadelphia; William R. Cox, 
coal and ore agent, at Cleveland, succeeds Mr. Carbine as coal 
traffic manager, central region; W. C. Glynn, freight traffic man- 
ager, central region, has been appointed freight traffic manager, 
eastern region, at Philadelphia; H. C. Oliver, general freight 
agent, central region, succeeds Mr. Glynn as freight traffic 
manager, central region; William M. Pomeroy, assistant gen- 
eral freight agent, central region, succeeds Mr. Oliver as gen- 
eral freight agent, central region. 

Miss Kathryn Mildred Lees, assistant traffic editor of the 
Daily Shipping Guide and a member of the Women’s Traffic 
Club of Los Angeles, was married to Edward Brewington Hall, 
of the Santa Fe, at Los Angeles, September 23. 


RAILWAY BUSINESS ASS’N MEETING 


Speakers and their subjects at the annual meeting of the 
Railway Business Association, Commodore, New York, Wednes- 
day, November 16, will be as follows: 


_ Morning session—Virgil Jordan, chief of research, National Indus- 
trial Conference Board, ‘‘Are Business Booms Extinct?’ (in a forum 
on the general subject ‘‘Future Traffic Growth and Railway Facility 
Requirements’’). 

Dinner—Fred W. Sargent, president, Chicago & Northwestern; 
Dnited States Senator Hiram Bingham, of Connecticut, speaking on 
the Far East, especially China and the Philippines, where he recently 
spent six months; Neal O’Hara, humorist, who insists “This Is a 
Great Country.”’ 

President Alba B. Johnson announces the appointment of 
George P. Baldwin, vice-president, General Electric Company, 
as an executive member succeeding Charles J. Symington, 
resigned. 


WISCONSIN TRAFFIC COMMITTEE 


The Traffic Committee of the Wisconsin Manufacturers’ 
Association held its first annual meeting at Elkhart Lake, Wis- 
consin, October 5 and 6. The committee, composed of thirty 
of the leading traffic men in the state, was organized a year 
ago to take charge of shipper interests of a state-wide nature 
and to represent interests of this type in the Western Trunk 
Line rate investigation, Ex Parte 87, Sub. 1. So well was the 
association satisfied with the work of the committee in the last 
year, particularly with the handling of the rate case at St. Paul, 
that it decided to afford the committee an opportunity to com- 
bine pleasure with business—golf with traffic shop talk and a 
short business meeting. 

The committee reelected I. W. Whittaker, of the Aluminum 
Goods Manufacturing Company, Manitowoc, chairman, and T. F. 
Milane, of the Red Star Yeast and Products Company, Milwau- 
kee, vice-chairman. §S. L. Foote, director of the traffic bureau 
of the association of commerce, was elected secretary. 

A. E. Solie, of the Central ounce Traffic Association, 
Wausau, who acted as commerce.¢ouncil}for the committee and 
who planned and supervised the of the committee the 
last year, received special recognition in the form of a resolu- 
tion complimenting him for services rendered. All members 
present signed the original copy of the resolution and presented 
it to Mr. Solie. 


QUESTIONS AND ANSWERS 


(Continued from page 870) 
Demurrage—Intra-mill Switching 

Pennsylvania.—Question: A carrier entering this city, in 
their general switching tariff, quotes an intra-mill switching rate 
of $3.15 on all carload freight, except coal and coke, from one 
point in the confines of an industrial plant to another point 
within the same plant where such movement is required to 
finish loading or unloading or to partially load or unload. 

An empty car was placed at our plant for intra-mill switch 
at 4:30 p. m. on July 11 and released empty to the carrier 
at 6 p. m. on July 12, was assessed $4 car service as per Item 
No. 8, Rule No. 6, Section B, I. C. C. Tariff No. 1855. 

Inasmuch as this car was used in intra-mill transportation 
service and tariff charge of $3.15 assessed and paid by us, is car 
not entitled to the free time period of 48 hours? Section E of 
Rule No. 9, Average Agreement, excludes this car from the 
operation of this agreement. 

Answer: Apparently the car in question was placed empty 
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by the carrier at your plant, loaded at one point within the 
plant, moved to another point within the plant, was unloaded 
at the latter point, and released empty to the carrier. 

If so, the provision of the general switching tariff, as you 
describe it, does not cover such a movement, but applies to the 
movement of a loaded car placed by the carrier at one point 
within your plant, which car is partially unloaded at that pofnt 
and is then moved to another point to finish unloading, or a 
car which is placed empty for loading at one point within your 
plant, partially loaded at that point, and then moved to an- 
other point within your plant to finish loading. 

In our opinion, neither Section B nor Section D of Rule 6 
is applicable to the car in question, Section B not being applic- 
able for the reason that a transportation service was performed, 
and Section D not being applicable for the reason that the car 
was not appropriated without being ordered. These two pro- 
visions of the Demurrage Tariff were applied by the Commis- 
sion in American Smelting and Refining Co. vs. L. V. R. R. Co., 
56 I. C. C. 195, and Gammill Lumber Co. vs. A. & V. Ry. Co., 
87 I. C. C. 41, but in each case the intra-plant service was 
performed by the industry and not by the carrier, as in the 
instant case. Evidently the movement in question was an 
intrastate movement and, therefore, the Interstate Commerce 
Commission would have no jurisdiction thereof. In the event 
that under an applicable tariff provision the intra-plant service 
was performed by the carrier, it seems apparent that the De- 
murrage Tariff contemplates the allowance of 48 hours free time 
for loading and 48 hours free time for unloading. In this con- 
nection we direct your attention to paragraph 8, of Section B, 
of Rule 1, of Agent B. T. Jones Tariff No. 4-G, I. C. C. No. 1855. 


Demurrage—Average Agreement—intra-plant Switching 

iNlinois.—Question: Referring to the September 3, 1927 issue 
of The Traffic World, page 538, under the subject “Rates— 
Intra-plant Switching,” in answer to “Massachusetts.” 

We would appreciate your opinion as to whether carriers 
are within their rights in assessing demurrage against cars when 
intra-plant switching is involved. For example, an industry 
working under the average agreement, car arrives under load 
and unloaded, then reloaded, switched from House 1 to House 2, 
carriers applying and collecting an intra-plant switching charge 
for the service performed in switching from House 1 to House 2. 

In addition, they also apply a debit against the car each 
day held after the expiration of the first 48 hours after the car 
was originally set at House 1 when arriving under load until 
the car is finally released. Their authority for so applying, 
they state, is provided for in Paragraph 3, Section A, Rule 2 
Item 4 of Demurrage Tariff 4-G, I. C. C. 1855. 

Now, we contend that the authority they refer to applies 
only on such cars that are set at House 1 for unloading and the 
industry discovers that the cars must be set at and unloaded in 
House 2, which entails the additional service. Should not car- 
riers allow 48 hours free time on the car when arriving in yard 
and originally set at House 1 for unloading, treating the intra- 
plant switch as a separate transaction, allowing the required 
free time under the average agreement for loading at House 1 
and free time for unloading at House 2 due to the fact that they 
collect an intra-plant switching charge which is considered a 
charge for transportation service? Any information you may 
let us have will be greatly appreciated. 


Answer: In our opinion, you are correct in your contention 
that the movement described by you is not covered by Par- 
agraph 3 of Section A of Rule 2 of Agent B. T. Jones Demurrage 
Tariff No. 4-G, I. C. C. No. 1855. This provision of Rule 2, 
under its context, applies only to a car which is moved from 
one point to another point to complete either its loading or un- 
loading, and does not apply to a car which is loaded at one 
point and moved to another point for unloading. 

As we have stated in our answer to “Pennsylvania,” under 
the above quotation, it is our opinion that 48 hours free time 
should be allowed for loading, and an additional 48 hours free 
time for the unloading of the car. 

Routing and Misrouting—Joint Rate vs. Combination Rate 

Louisiana.—Question: Car of lumber originated at Pletten- 
burg on the L. R. & N. Co., which was an east-side station and 
was billed to Shreveport. After being dressed it was reshipped 
to Alexandria, Minnesota, on an unrouted bill of lading. 

There is a through rate of 53 cents, Plettenburg to Alex- 
andria, Minn., which rate is carried in Speiden’s 80-C, I. C. C. 
844, applicable only via New Orleans and east side lines. 

There is a rate of 45 cents per cwt., published from Pletten- 
burg to Minneapolis, Minn., via Winnfield and Rock Island, 
as per Leland’s 77-E, I. C. C. 1672, and a rate of 11% cents 
from Minneapolis to Alexandria in Great Northern 10-D, I. C. C. 
A-6119, which after applying Jones Combination Rule, yields 
a through rate of 54 cents. 

It is necessary to back-haul car entire distance from Shreve- 
port to Plettenburg in order to apply the through rate of 53 
cents, but in order to apply the combination rate of 54 cents 
it is only necessary to back-haul the car from Shreveport to 
Aloha, thus the combination rate through Aloha plus back-haul 
yields a lower charge than the through rate plus back-haul. 

Answer: Where a shipment is delivered to the carrier 


, 
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without routing instructions, and is forwarded over a route 
taking a through rate higher than a combination rate in force 
via another available route, the carrier is guilty of misrouting. 
Amicon Fruit Co. vs. Lehigh Valley R. R. Co., 128 I. C. C. 34; 
Chattanooga Implement and Manufacturing Co. vs. L. & N, 
R. R. Co., 40 I. C. C. 146; United Kansas Portland Cement Co. 
vs. Mo. Pac. Ry. Co., Unreported Opinion No. A-321. 

The Commission holds that no obligation rests upon the 
earrier to hunt up unnatural connections or practically unknown 
gateways in order to determine the lowest possible combination 
for a given shipment, but that it cannot, with due regard for 
the rights of the shipping public, release the carriers of the 
duty of reasonable investigation of recognized practicable 
routes. Goodman Manufacturing Co. vs. P. R. R. Co., 26 I. C. C. 
423; Conference Ruling No. 214 (g); Goodkind Bros. vs. C. I. & L. 
Ry. Co., 21 I. C. C. 47. ; 

In American Fruit Co. vs. Lehigh Valley R. R. Co., 128 I. C. C. 
34, the Commission, on page 36, said: 

Defendants’ contention that the existence of a joint rate is a 
guide to their agents in determining the routing of shipments ten- 
dered without routing instructions, and that the agents should not 
be required to look up possible combination rates in such a case 
is as much without merit now as at the time of the finding in the 
Chattanooga Implement & Manufacturing Co. case, supra. Defendants 
direct attention to the statement in Goodman Manufacturing Co. vs. 
P. R. R. Co., 26 I. C. C. 423, that no obligation rests upon the carrier 
to hunt up ‘unnatural connections or practically unknown gateways 
in order to determine the lowest possible comDination rate for a given 
shipment. That statement cannot be said properly to apply to the 
present case. The distance over the Kenova route is about 127 miles 


shorter than over the route of movement. There is no showing that 
this is an unreasonable or impractical route. 


In so far as transit is concerned, the Commission has held 
that in reconsigning or reshipping, a carrier must forward via 
the cheapest route which will produce the lowest total charge 
from origin to destination when no routing is given beyond the 
transit point. See Carolina Portland Cement Co. vs. Director- 
General, 57 I. C. C. 496; Burrell Collins Co. vs. C. B. & Q., 38 
I. C. C. 216; Meeds Lumber Co. vs. A. & V. Ry. Co., 38 I. C. C. 
679; McGowen Lumber Co. vs. B. & O., 59 I. C. C. 229. The 
principle of these cases is, in our opinion, applicable to the 
instant case. 

State vs. Interstate Shipments 


Massachusetts.—Question: We have been closely following 
the answers published in The Traffic World to questions regard- 
ing the application of the inter or intra state rates on shipments 
originally moving interstate but which were rebilled after ar- 
rival at first destination to another point in the same state. 
What is your opinion respecting this particular movement? 

A retail lumber dealer is located and does business at “A,” 
to which point there are no published joint through interstate 
rates. Through rates to “A” are made on combination based 
on “X.” There are two sets of rates applicable from “X” to 
“A,” the interstate scale being higher by 3 cents per 100 pounds 
than the local or intrastate scale as applied to lumber in carload 
lots. The retail lumber dealer purchases his lumber from whole- 
sale lumber brokers or dealers located at “B” on an f. o. b. 
basis at “X.” These shipments originate at various points in 
the north, south and far west and are billed to “X” consigned 
to order notify lumber broker or dealer at “B.” The shippers 
of these consignments of lumber are not aware that they are 
to be reshipped to “A” after arrival at “xX.” On order of the 
lumber broker or dealer at “B,”’ the retail lumber dealer at “A” 
pays freight charges to and accepts delivery of shipments at 
“X,” deducting those freight charges from the invoice and send- 
ing balance to the lumber broker or dealer at “B.” The retail 
lumber dealer then orders shipments reshipped in the same car 
from “X” to “A.” He does not take out new bills of lading but 
uses the ones covering the inbound movements. 

~ Under these circumstances, are the interstate or intrastate 
rates legally applicable? In some instances it would seem that 
these circumstances are quite in point with those considered 
by the United States Supreme Court in G. C. & S. F. Ry. Co. 
vs. Texas, 204 U. S. 403. Reference may also be made to the 
following case: Settle vs. B. & O. S. W. R. R., 249 Fed. 913, 
914 (260 U. S. 167); C. M. & St. P. Ry. vs. Iowa, 233 U. S. 334, 
and T. & N. O. R. R. Co. vs. Sabine Tram Co., 227 U. S. 111. 

Answer: In our opinion, the principle of the court’s deci- 
sion in G. C. & S. F. Ry. Co. vs. Texas, 204 U. S. 403, is applicable 
to the facts set forth by you, and therefore the movement beyond 
is an intrastate movement. 

However, see the opinion of the Commission in Muse Lum- 
ber Co. vs. Director-General. In this case the Commission holds 
that the interstate rate is applicable on shipments moving to 
St. Louis, Mo., from Hartwell, Mo., on the ground that while 
the shipments were in transit they were sold to a buyer who 
reshipped them to interstate destinations. This, notwithstand- 
ing that, as in G. C. & S. F. Ry. Co. vs. Texas, 204 U. S. 403, 
title and control apparently did not vest in the purchaser until 
arrival of the cars at St. Louis, the lumber having bene sold 
f. o. b. St. Louis. 

The facts in the two cases above referred to, in so far as 
the sale and reshipment of the shipments covered thereby are 
concerned, appear to us to be entirely similar, yet different 












October 15, 1927 THE TRAFFIC WORLD 


German Railroad 


Free Freight Rate Service 


The German Railroad Company of Germany 
has established a free freight rate bureau 
for the convenience of American 
Import and Export shippers 


FREIGHT RATES FURNISHED TO, 
FROM and THROUGH GERMANY and 
TO CENTRAL EUROPE FREE of COST 


APPLY TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General American Representative 
11 Broadway, NEW YORK, N. Y. 


y are 
erent 






















































































882 





conclusions were arrived at in the cases, unless it be that in the 
Muse Lumber Co. case title to the goods passed prior to the 
arrival of the lumber at St. Louis, the term “f. o. b. St. Louis” 
having reference to the payment of the freight charges which 
were assumed by the seller, and not to the passage of the title 
to the goods. 


* 





RAIL FUEL COSTS 


A compilation made by the National Coal Association from 
monthly reports of Class I railroads to the Interstate Commerce 
Commission, shows the average cost per net ton of coal used 
in August by those railroads in locomotives in transportation 
train service, as follows: Eastern district, $2.65; Southern 
district, $2.09; Western district, $3.12; United States, $2.66. 
These averages differ only slightly from those for the month 
of July. The total for the Eastern district shows a decrease of 
4 cents per net ton; that for the Southern district an increase of 
1 cent; the Western district an increase of 11 cents, while the 
average for the entire United States shows an advance of 2 
cents per ton. 





Digest of New Complaints 





Ex Parte No. 91. 
railroads. 
This is an investigation instituted by the Commission in con- 
nection with further hearings in No. 15100, depreciation charges of 
steam railroads, and No. 14700, depreciation charges of telephone 
companies. 
No. 19689. Sub. No. 2. 
Smith & Western. 

Rates and charges in violation of sections 1 and 6 of the act, 
on automobiles from Lansing, Mich., to Fort Smith, Ark. Asks 
reparation. 

19914. Sub. No. 1. Nash Hardware Co., Fort Worth, Tex., vs. 
Alabama & Vicksburg et al. 

Unreasonable rates on stoves and ranges, iron hollowware, and 
stove furniture from points of origin in Southwestern Lines’ Ter- 
ritorial Directory 1 series, Agent Leland’s or Johanson’s I. C. C. 
1665 and 1931, to all points in Texas named in Southwestern Lines’ 
Tariff 1, Agent Leland’s or Johanson’s I. C. C. 1551 and 1807. Asks 
rates for future and reparation. 


No. 19926. Sub. No. 1. Morrison Supply Co. et al., Fort Worth, Tex., 
vs. Santa Fe et al. 

Unreasonable rates on windmills and windmill parts from Free- 
port, Ill., and Kendallville, Ind., and other points to Fort Worth 
and other Texas points. Asks rates for future and reparation. 

No. 20050. Sub. No. 1. The Lurton Co., Pensacola, Fla., vs. Chicago 
& Alton et al. 

Unreasonable rates on vegetables from points in Colorado to 
Pensacola, Fla. Asks rates for future and reparation. 
20051. Hardaway Contracting Co., Columbus, Ga., vs. Chatta- 
hoochee Valley et al. 

Unreasonable rate on stone crushing and concrete mixing ma- 
chinery from Riverview, Ala., to Norfleet, Fla. Asks reparation. 
No. 20052. Western Carolina Shippers’ Assn. et al., Asheville, N. C., 

vs. Norfolk & Western et al. 

Rates in violation of sections 1 and 3 of the act, on cast iron 
pipe from East Radford and Lynchburg, Va., to Rutherfordton, 
N. C. Asks rates for future and reparation. 

No. 20053. Yakima Fruit Exchange et al., Yakima, Wash., vs. North- 
ern Pacific et al. 

Unreasonable rates on fresh apples from Cowichee, Wash., to 
Los Angeles, Calif. Asks rates for future and reparation. 


General revision of accounting rules for steam 


Sengel Motor Co., Fort Smith, Ark., vs. Fort 


No. 


No. 


Docket of the Commission 


. 


NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 17—Goldfield, Nev.—Special Examiner Aitchison: 
* Finance No. 6369—Application of the Bullfrog-Goldfield R. R. 


October 17—Los Angeles, Calif.—Examiners Stiles & Parker: 
17000—Rate Structure Investigation, Part 9—Live Stock-Western 


District Rates. 
14190—American National Live Stock Assn. et al. vs. A. T. & S. F. 
Ry. et al. 


Ry. et al. 

15565—Live Stock Traffic Assn. vs. A. & S. 

— so National Live Stock Assn. et al. vs. A. T. & S. F. 

y. et al. 

16113—Oklahoma City Live Stock Exchange et al. vs. A. T. & S. 
F. Ry. et al. 

16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 

19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 

19068—Northwestern Live Stock Shippers Traffic League vs. Gt. 
Nor. Ry. et al. 

19736—Cudahy Packing Co. vs. O. S. L. B. R. et al. 

19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 

19961—Byron S. Jobe vs. Sou. Pac. Co. et al. 

1. & S. 2917—Live Stock from Western points te Chicago-Milwau- 
kee Territory. 

I. x S. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 


ns. 
1. & S. 2965—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 
October 17—Chicago, Ill.—Examiner Fuller: 
19557 peand pu” 1)—Chicago Gravel Co. vs. Indiana Harbor Belt 
e 
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No. ~ E. J. Corbet et al., Detroit, Mich., vs. Canadian Pacific 
et al. ' be 

Unreasonable charges in connection with diversion or a. | 
signment of coal and coke from Detroit, Mich., to points in Can- 
ada. Asks charges for future and reparation of $20,000. 

20055. Corbin Fruit Co. et al., Corbin, Ky. vs. L. & N. et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on watermelons from points in Georgia and Florida to Corbin, Ky, 
Asks rates for future and reparation. 
i oe - Sub. No. 1. Gibbs Bros. et al., 

et al. 

Unreasonable and prejudicial rates on watermelons from points 
in Georgia and Florida to Harlan and Wallins, Ky. Asks rates 
for future and reparation. 

No. a Lowry Fruit Co. et al., Johnson City, Tenn., vs. L. & N, 
et al. 

Unreasonable rates and charges on potatoes and cabbage from 
points in Tennessee, Alabama and Florida to Johnson City, Tenn., 
and Bristol, Va.-Tenn. Asks rates for future and reparation. 

20057. Alabama, Tennessee & Northern Railroad Corporation, 
Mobile, Ala., vs. Southern et al. 


Complainant says it is building extension from Calvert, Ala., to 
Mobile, Ala., to be completed about Nov. 1, 1927, and that to get 
full benefit of extension and to serve the public properly it should 
have through rates and divisions via York, Ala., and Southem 
Railway system lines. Alleges defendants have refused to par- 
ticipate with complainant in through rates and divisions on all 
traffic via York, to or from points on extension. Asks for estab- 
lishment of rates and divisions. 

. 20058. Frank R. Marzulli et al., Newark, N. J., vs. D. L. & W. 

Illegal and unreasonable rates and charges for demurrage and 
additional icing on grapes from Buffalo, N. Y., to Newark, N. J. 
Asks reparation. 

20059. The Cleveland Worsted Mills Co., Cleveland, O., vs. Penn- 
sylvania et al. 

Rates in violation of first three sections of the act, on woolen 
piece goods from Ravenna, O., to New York City and other east- 
ern destinations. Asks rates for future. 

. 20060. The Best Foods, Inc., New York, N. Y., vs. Santa Fe et al. 

Second class rating on “relish spred’’ in violation of sections 1, 
2, 3 and 6 of the act from Chicago and San Francisco to points 
in Western Classification territory. Asks rating for future and 
reparation. 

. a The Southern Cotton Oii Co., New Orleans, La., vs. A. G. §. 
et al. 

Unreasonable rates on shelled peanuts from Fort Gaines, Ga., 
to Detroit, Mich. Asks rates for future and reparation. 

20062. V. B. Atkins Grocery & Commission Co. et al., Selma, 
Ala., vs. A. G. S. et al. 
Rates and charges in violation of first four sections of the act, 


Harlan, Ky., vs. L. & N, 





on grain and grain products from points in Missouri, Illinois, 
Indiana, Wisconsin, Minnesota, the Dakotas, Nebraska, Iowa, 
Kansas, Kentucky and Tennessee to Selma, Ala. Asks rates 


for future and reparation. 
. 20063. Hardaway Contracting Co., Columbus, Ga., vs. Seaboard 
Air Line et al. 

Unreasonable rate on washed gravel from Montgomery, Ala., 
to Norfleet, Fla. Asks rate for future and reparation. 

: ~— Hardaway Contracting Co., Columbus, Ga., vs. Southern 
et al. 

Unreasonable rate on second-hand contractors’ outfits from 
Lumber City and Baxley, Ga., to Norfleet, Fla. Asks reparation. 
. 20065. E. I. DuPont De Nemours & Co., Wilmington, Del., vs. 
Atlanta & West Point et al. 

Rates in violation of sections 1 and 6 of the act, on cotton seed 
hull shavings from points in southern states to Parlin, N. J. 
Asks cease and desist order, application of legally applicable rates 
and reparation. 

. 20066. San Diego Oil Products Corp., San Diego, Calif. vs. Holton 
Inter-Urban Railway Co. et al. 

Unreasonable rates on cottonseed from Holtville, Calif., to 
Potash, Calif. Asks reparation. 

No. 20067. San Diego Oil Products Corp., San Diego, Calif., vs. San 

Diego & Arizona et al. 

Unreasonable rates on cottonseed oil 


from Yuma, 
Potash, Calif. Asks reparation. 


Ariz., to 





October 17—Washington, D. C.—Examiner Corbitt: 


Valuation No. 1042—In re tentative valuation of the property of the Five | 
St. Louis Transfer Ry. direc 
Valuation No. 1037—In re tentative valuation of the property of the with 
East St. Louis Connecting Ry. di 
Valuation No. 1057—In re tentative valuation of the property of St. lock 
Louis Merchants’ Bridge Terminal Ry. et al. mits 
Valuation No. 1065—In re tentative valuation of the property of the ocea: 
Terminal R. R. Association of St. Louis et al. light 
October 17—Argument at Washington, D. C.: . keel 
13110—The Minneapolis & St. Louis Railroad Co. vs. Peoria & Pekin eel 
Union Railway Co. —- 
8819—West Coast Lumbermen’s Association et al. vs. B. & A. R. RB. secti 
Director General et al. enjo! 


15044—-Pacific Mutual Door Co. vs. Ann Arbor R. R. et al. 
October 18—Washington, D. C.—Examiner Weems: 
19561 (and Sub. 1)—American Hawaiian §. S. Co. et al. vs. Erie 
R. R. et al. 
October 18—Washington, D. C.—Examiner Johnston: 
Valuation No. 1040—In re tentative valuation of the property of the 
Manufacturers’ Jct. Ry. 
October 18—Argument at Washington, D. C.: 
18357—Nassau Lumber Company et al. vs. Long Island R. R. 
11889—Port Arthur Chamber of Commerce and Shipping vs. Texar- 
kana & Ft. Smith Ry. et al. 
t. & S. 1304—Interchange switching of lumber and timber at Port 
Arthur, Tex. 
15748—Western Petroleum Refiners’ Association vs. St. L.-S. F. RY: 


et al. 
a ae eae Petroleum Association vs. Aberdeen & Rockfish R- 
e 4 : : 
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et the “Edge” on Competition 





Five trunk line railroads have 
direct switching connections 
with the Port. of Newark 
docks. A 30 ft. channel per- 
mits navigation of the largest 
ocean going freighters. And 
lighterage between rail and 
keel is completely eliminated 
—a facility which no other 
section of New York Harbor 
enjoys! 












«» by cutting your distribution costs ! 


Consider the fact that 43,000,000 consumers—one-third the entire popu- 
lation of the United States—live within a radius of 500 miles of the 
Port of Newark. That 41 of America’s 100 largest trading centers are 
within overnight hauling distance. That you can distribute your prod- 
ucts from the Port of Newark, at the center of this most concentrated 
market, via more railways, motor highways or water routes than are 
available from any other eastern distributing point. That lighterage 
and rehandling are entirely eliminated by the Port of Newark’s unique 
rail-to-water facilities, and that from two to ten days can be saved on 
export or coastwise shipments as a result of this direct interchange. 


Then you will understand why more than 500 manufacturers in the 
Eastern section of the United States now cut distribution costs by ship- 
ping via Port of Newark. Why the value of tonnage handled at this 
port last year jumped to $43,647,120—well ahead of that clearing some 
of the nation’s oldest ports! 


Whether you ship to domestic markets or to foreign, so long as your 
goods are re-routed or redistributed from some central eastern point, 
you ought to know all about the Port of Newark. Keen competition 
and declining prices make every saving in transportation count—and 
the Port of Newark offers many possibilities for distinct savings of 
both time and money! Get the facts—they place you under no obliga- 
tion. Write 


THOS. L. RAYMOND— Mayor— Newark, New Jersey 


e PORTof NEWARK. 
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October 19—Bismarck, N. D.—Special Examiner Rogers: 
19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 


October 19—Argument at Washington, D. C.: 
18811 (and Sub. No. 1)—Texas Pacific Coal ‘and Oil Company vs. A. 
T. & S. F. Ry. et al. 
18991—F lynn, Welch and Yates vs. A. T. & S. F. Ry. et al. 


October 19—Washington, D. C.—Examiner Hays: 
Valuation No. 1038—In re tentative valuation of the property of, the 
East St. Louis Jct. R. Re 


October 20—Argument at Washington, D. C.: 
18677—ILllinois Supply Company vs. Southern Ry. et al. 
19027—-The Liberty Glass Company et al. vs. La. & Ark. Ry. et al. 
as * Waa Burger Brothers Co. vs. Akron & Barberton Belt R. R. 
eta 


October 21—Washington, D, C.—Examiner Sullivan; 

* Finance No. 6479—Application of Georgia, Florida and Alabama R. 
R. for authority to issue securities. 

* Finance No. 6480—Application of Georgia, Florida and Alabama R. R. 
for authority to acquire and operate the Georgia, Florida and 
Alabama Ry. 

* Finance No. 6478—Application of Seaboard Air Line Railway for 
authority to acquire control of the Georgia, Florida and Alabama 
Railroad by purchase of stock and by lease of its railroad. 


October 21—Ft. Worth, Tex.—Examiner Money: 
14935 (and Sub. Nos. 1 and 2)—Mistletoe Creameries, for and on 
behalf of Nissley Creamery Co., vs. A. T. & S. F. Ry. et al. 
* 14717—Mistletoe Creameries et al. vs. A. =: & 6 V. Re. ot al. 
(further hearing solely with respect to the question of reparation 
under decision of Commission). 


October 21—Argument at Washington, D. C.: 
18207—T he —s Club Company et al. vs. A. C. L. R. R. et al. 
a ae es Mineral Water and Beverage Assn. vs. B. & O 
18770 The Ulster and Delaware R. R. Co. vs. N. Y. C. R. R. et al. 
19286—Blanchard Lumber Co., Inc., vs. N. Y. N. H. & H. R. R. 


October 22—Argument at Washington, B.S: 
18307—Marvil Package Company vs. Norfolk Southern R. R. et al. 
18569—The Vineland Basket Co. et al. vs. Penna. R. R. et al. 
18426—Federated Metals Corporation vs. Ill. Cent. R. R. et al. 
18904—Vacuum Oil Company vs. A. C. L. R. R. et al. 


October 24—Washington, D. C.—Examiner Potter: 
Valuation No. 941—In re tentative valuation of the property of the 
New Bedford Martha’s Vineyard and Nantucket Sbt. Co. 
Valuation No. 1048—In re tentative valuation of the property of 
the Hartford & N. Y. Transportation Co. 
Valuation No. 1054—In re tentative valuation of the property of the 
New England Steamship Co. 


October 24—Ft. Worth, Tex.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, Part 9—Live Stock-Western 
District Rates. 
i oe National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American National Live Stock Assn. et al. vs. A. T. & S. F. 


Ry. et al. 

oe City Live Stock Exchange et al. vs. A. T. & S. 
. Ry. et al. 

16131—Healy & Co. vs. A. T: & S. F. Ry. et al. 

19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 

19068—Northwestern Live Stock Shippers Traffic League vs. Gt. 
Nor. Ry. et al. 

19736—Cudahy Packing Co. vs. O. & kL. &. 2 et al. 

19785—Associated Meat Co. et al. T. & P. Ry. et al. 

gr Wg S. Jobe vs. Sou. Pac. “Go. et al. 
. & S. 2917—Live Stock from Western points to Chicago-Milwau- 
"kee Territory. 

I. x 4 s. 2958 Stock Cattle from Wichita, Kans., to Kansas City, 

ns. 

1. & S. 2965—Cancellation of Rate and Restriction of Combination 

Rule on Stock Cattle. 


October 24—Washington, D. C.—Examiner Brinkley: 
Valuation No. 930—In re years valuation of the properties of the 
Atlantic Coast Line R. R. Co. et al. (further hearing). 


October 24—Minneapolis, hates —Direcor Mahaffie: 

Finance No. 6409—Joint Application of Great Northern Pacific Ry. 
and Spokane, Portland & Seattle Ry. for authority to the first- 
named company to acquire control by lease, and to operate the 
railroad of the latter company; to issue capital stock and as- 
sume certain liabilities. 

Finance No. 6410—Joint Application of Great Northern Pacific Ry., 
Northern Pacific Ry., and Great Northern Ry. for authority to 
the first-named company to acquire control of the other two com- 
panies by purchase of capital stock; to lease the railroads of said 
gamma to issue capital stock, ‘and to assume certain liabil- 

es. 


October 24—Washington, D. C.—Examiners Marchand and Conway: 
Valuation No. 556—In re tentative valuation of the property of the 
Southern ae et al. 
Valuation No. 310—Virginia & Southwestern Ry. 
Valuation No. 920—Harriman & Northeastern R. R. 
Valuation No. 721—Woodstock & Blocton Ry. 
Valuation No. 744—Birmingham Terminal Co. 
Valuation No. 917—Cincinnati, Burnside & eens River Ry. 
Valuation No. 974—Alabama Great Southern R. R. et al. 
Valuation No. 973—New Orleans & Northeastern R, R. 
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Valuation No. 972—New Orleans Terminal Co. 

Valuation No. 914—Carolina & Northwestern Ry. 

Valuation No. 992—Cincinnati, New Orleans & Sense Pacific Ry. et 
al. (Further hearing.) 


October 24—Argument at Washington, D. C.: 

18545—Edward G. Bailey et al. vs. B. & M. R. R. et al. 

18613—The Shoe Polish Manufacturers’ Assn. of America vs. N, y, 
N. H. & H. BR. R. et al. 

19055—-The Barrett Company vs. Penna. R. R. et al. 

19326—American Smelting & Refining Co. et al. vs. Santa Fe et al, 

Valuation No. 126—In re tentative valuation of the property of the 
Western Pacific Ry. 

Valuation No. 949—In re tentative valuation of the properties of the 
Minnesota, Dakota & Western Ry. 


October 25—Washington, D. C.—Examiner Weems: 
1 ames O’Meara & Cut Stone Contracts of Washington, D. ¢. 
vs. B. & O. R. R. et al. 


October 25—Argument at Washington, D. C.: 
ee No. 1)—Illinois Silica Sand Iraffic Bureau vs. Santa Fe 


et al. 
15833—Keokuk Shippers’ Assn. et al. vs. 8. & O. R. R. et al. 
Valuation No. In re tentative BB. of the property of the 
Chicago & Eastern Illinois R. R. 


October 25—Washington, D. C.—Examiner Macomber: 
Valuation No. 1059—In re tentative valuation of the property of the 
Skaneateles R. R. 


October 25—Washington, D. C.—Examiner Davis: 

* Finance No. 6559—Joint Application Mountain States Telephone & 
Telegraph Co., and F,. H. Clark and Marie B. Clark, owners and 
operators of the Clayton-Texline Telephone Exchange for a 
certificate that the acquisition by the former company of the 
telephone properties of the individuals named will be of advantage 
> — to whom service is to be rendered and in the public 
nteres 

* Finance No. 6558—Joint Application of Mountain States Telephone 
& Telegraph Co. and R. L. Gray and Ruby B. Gray, doing business 
as the Nara Visa Telephone Co., for a certificate that the ac- 
quisition by the former company of the properties of the latter 
company will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 

* Finance No. 6537—Joint Application of the Subscribers’ Service Tele- 
phone Co., Inc., and the Sullivan Telephone Co., Inc., for a cer- 
tificate that the purchase by the latter company of the properties 
of the former company will be of advantage to the persons to 
whom service is to be rendered and in the public interest. 


Cones Se Atnate. Ga.—Commissioner Woodlock and/or Examiner 
attingly: 
17000—Rate Structure bg: ge Part 3, Cotton. 
18390 (and Sub. Nos. 1 to 10, inclusive)—Arkansas Cotton Growers’ 
Co- arene Association vs. A. & R. R. R. m3 al. 
18570—Mississippi Railroad Commission et al. vs. A. & R. R. R. et al. 
18883 (and Sub. 1)—M. H. Reed & Co. vs. A. & s. Ry. et al. 
lo +” appa Commission of Oklahoma vs. A. T. & S. F. Ry. 


19180" California-Arizona Cotton Association vs. A. T. & S. F. Ry. 


19211-State Docks Commission vs. Southern Ry. et al. and at Gulf- 
port, Miss., on the day following termination of hearing at Atlanta. 


October 26—Washington, D. C.—Examiners Marchand and Walsh: 
Valuation No. 1061—In re tentative valuation of the property of 
the Western Maryland Ry. et al. 


October 26—Washington, D. C.—Examiner Roberts: 
Valuation No. 1052—In re tentative valuation of the property of the 
Kentucky and Indiana Terminal R. 


October 26—Argument at Washington, D. C.: 
17882—-The Roach Creek Coal Co. and G. H. Thomas and O. K. 
Jones, receivers, vs. Ann Arbor R. R. et al. 
18490—Allied Packers, Inc., et al. vs. Santa Fe et al. 
18856—Pocahontas Fuel Company, Inc., vs. Virginian Ry. 
Valuation No. 869—In re tentative valuation of the pevperty of the 
Oklahoma City Jct. Ry. 


October 26—Washington, D. C.—Examiner Weems: 
1. & §S. 2983—Cancellation Transcontinental Class and Commodity 
Rates to and from Florida. 
1. & S. 2983 (1st supplemental order)—Cancellation Transcontinental 
class and commodity rates to and from Florida. 
October 27—Kansas City, Mo.—Examiner Steer: 
* 1, & S. 2990—Absorption of drayage charges on lead or zinc ore or 
concentrates by Southwest Missouri R. R. 


October 27—Argument at Washington, D. C.: 

18624—-Wisconsin Potato Shippers’ Assn. et al. vs. Santa Fe et al. 

18690—American Zinc Products Co. vs. St. L.-S. F. Ry. et al. 

Vera ne 896—In re tentative valuation of the property of S§. 

& 

Valuation No. 240—In re tentative valuation of the property of 
Oregon Trunk Ry. 

18406—The Inland Waterways Corporation, operating Mississippi- 
Warrior Service vs. Beaumont, Sour Lake & Western Ry. et al. 


October 28—Argument at ene. DD. C.: 
18090—-Swift & Company vs. C. . & St. P. Ry. et al. 
18435—John Morrell & Roane’ vs. ot Northern Ry. et al. 
18432—Armour & Company vs.,.A. C. R. R. et al. 
48700—William Frank et al. vs. A. C. us) R. R. et al. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 


“The Shipping 
That Is Different’’ 





system 


—wonderful too—and built by 
TRANS-CONTINENTAL 
FREIGHT through 29 years’ 
experience in freight forwarding. 


It is that EXTRA SERVICE 
which often makes a difference 
of thousands of dollars a year 
to shippers. 


We assume you know Trans- 
Continental Freight provides 
economical shipping, promptness 
of delivery, expertness in han- 
dling and freedom from damage. 


But there is vastly more — 
that personal service which 
we add is what makes Trans- 
Continental always better 
and different — a system that 
works for you. 


Ask our nearest branch 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohio Portland, Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Cole. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 
Los Angeles, Cal. Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 29 years. 
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The Chain of Tidewater Terminals 


Allied — Warehouses 












BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads —direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship — no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities. 





| PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
Treasurer 
10 Chestnut St., Philadelphia 

Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 











NEW YORK 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 


Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age and handling charges. 







































PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
Cc. L. shipments. Low insurance. 
Liberal advances on stored goods. 








NORFOLK 


NORFOLK TIDEWATER 
TERMINALS, INC. 
J. A. Moere, Manager, 
Norfolk, Va. 

Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 

















© e The above means great money saving to you. Read carefully —then direct 
S h ip p ers: your freight to be delivered to these spiendid terminals, and warehouses. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
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and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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'| Great Northern Railway's 


Reputation as “A Dependable Railway” 
J) Offering 


Unsurpassed Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
_ Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points. 


a __ 


= Has been made possible by First-class Equipment, Perfect Road- 
= bed, Automatic Electric Block Signals, Modern Motive Power, 
C= including Oil-burning and Most Powerful Motor Generator Elec- 
77) tric Locomotives. 

: 

= Route of the 

ra 

f New Oriental Limited 
| 
) A train of extra quality but no extra fare 

. | Daily between Chicago and the Pacific Northwest 
| , G. H. Smitton A. J. Dickinson 
| Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 

y H. G. Dow M. J. Costello 

| Assistant General Freight Agent Western Traffic Manager 

New York City Seattle, Wash. 





T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 


Aaa 
\< 












N the past year the Wabash Railway has further 

improved its freight service by the installation 
of International Chain-Drive Trucks and a battery 
of All-Steel Semi-trailers. 


This truck and trailer equipment is operated 
for the Wabash by the Arthur Dixon Transfer 
Company, one of the oldest in the country. These 
trucks and trailers are on the job ten hours every 
day and they are saving as high as 72 hours per 
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On the jo 


for the Wabash every day 


shipment and replacing hundreds of trap cars and 
line cars every month. 


The Wabash is using International Trucks at 
many points in many capacities and so are all the 
larger railroads of the country. And that is easy 
to understand; International Trucks have been 
giving good service for twenty-three years just as 
other products of the Harvester Company have 
been giving good service for almost a century. 
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INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. ——— Chicago, IIl. 


INTERNATIONAL 
I “TRUCKS. R 


The International line includes the Special Delivery for loads up to % -ton; 4 and 6-cylinder Speed Trucks of 1%, 114 and 2- 
ton sizes; Heavy-Duty Trucks ranging from 2‘; to 5-ton sizes; Motor Coaches; and McCormick-Deering Industrial Tractors. 
Below are given a few points of superior International service and design. Write for folder on Internationals for your business. 


— 


All International Trucks are pro- 
vided with auxiliary rear springs. 
These springs come into action when 
needed and assure correct spring flex- 
ibility under as loads. The type 
illustrated is provided for the double 
reduction drive Heavy-Duties. An- 
other valuable International feature! 












The Steer-Easy 
steering - gear 
makes the truck 





International Trucks are served by 136 Com- 
ny-owned branches in the United States, 
anches and dealers throughout Canada, and 

service facilities in foreign countries the world 

over. The branch illustrated is in Boston. Mass. 


The forged steel radius arm includes 
a convenient chain adjustment. Inthe Herringbone Gears in double 
heavier models the live axle has a 2- reduction drive models assure 
speed range, assuring efficient power veater torque capacity and 
transmission in all going. Srccer all-around performance. 








drive as easily as 
a passenger car, 
relieving the ¥ 
cramped, tiring 
position of driver. 
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The Development Service of 
Southern Railway System, 
Washington, D. C., will 
gladly aid in securing in- 
dustrial locations, farms and 
home sites in the South. 


eoe 





d Not Magic weed just mind and muscle 


at : fies SOUTH—the nation’s winter playground—is setting new high marks in 

e i the story of American achievement. For, notable as are the South’s friendly 

y ‘ climate and genial hospitality, it is on her farms and in her workshops of ‘ 
: industry that these marks are being made. 

e In the last twenty-five years the value of things made in the South has in- 

ys creased fivefold; and the value of things grown fourfold. 


Such growth and progress suggest the magic wand, but it is the magic of 
mind and muscle—of hard work intelligently applied. The people of the 
South are making good use of the rich and varied resources that nature has 
bestowed upon them. 


But the industrial and agricultural progress of the South is still in the first act. 
The years of the greatest opportunity and achievement lie ahead. 

The Southern Railway System, with its 8,000 miles of lines, serves the South 

from the northern gateways at Washington, Cincinnati and Louisville—from 


the western gateways at St. Louis and Memphis—to the ocean ports of Norfolk, 
Charleston, Savannah, Brunswick and ae any and the Gulf ports of 


SOUTHERN 
SYSTEM 


3 RAILWAY 






THE SOUTHERN SERVES T RE :ows 2 
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SOUTHERN PACIFIC LINES 
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